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An independent national journal of transportation; a working tool for traffic men 
Rail —Water — Motor Vehicle —Air— Material Handling and Distribution 





VOLUME LVII 


Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every Sie concern ‘<a any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 








MOTOR TRANSPORT NEWS 


NTIL now, regulation of motor transport being 
new and there having been comparatively little 

of such material, from our point of view, in compari- 
son with railroad news—and what there was having 
been of a nature to make segregation in our columns 
possible—we have segregated it for the benefit of those 
particularly interested in it and not, perhaps, interested 
to the same extent in other matters. But the time has 
come when this is no longer practicable, motor trans- 
port having taken its place, if not in quantity, at least 
in news importance, side by side with rail transport, 
especially with respect to regulation by the Commis- 
sion. We shall, therefore, hereafter make no effort at 


PAGE 1135 


June 13, 1936 





Number 24 








segregation other than, as far as possible, to group 
similar items together; but decisions of the Commission 
and proposed reports of its examiners affecting motor 
transport, for instance, will be found with other such 
decisions and reports; new complaints affecting motor 
transport will, as now, be digested with other com- 
plaints; motor truck cases set for hearing will continue 
to be shown with railroad cases in the docket of the 
Commission, and so on; in other words, the Commis- 
sion is the regulator of both the railroads and the 
motor vehicles and there is no reason for separating 
them—in fact, in many instances, the line would be 
hard to draw and would become increasingly so. It, 
therefore, behooves those of our readers who are par- 
ticularly interested in motor transport to examine the 
magazine carefully instead of looking at just one part 
of it. There have been cases under our former plan 
where this habit has resulted in missing important 
developments and that danger would be increased as 
time went on if we did not change our system. 


RAILROAD COORDINATION 

N what may prove to have been his swan-song as 
Federal Coordinator of Transportation, Joseph B. 
Eastman, in an address at Boston this week, made a 
strong plea for what he calls coordination, as applied 
to railroads, and for government aid or force in bring- 
ing it about, for the reason, frankly, that neither rail- 
road management nor railroad labor is to be trusted to 

see its own real interest or the necessity for action. 

We are sympathetic with much that he said and 
that he has said previously on the same subject. We 
think that coordinations, unifications, consolidations, 
and so on, are not only desirable but essential if rail- 
road transportation is to thrive, and we think that labor 
has been too shortsighted and railroad management too 
much influenced by individual selfishness and antago- 
nism toward the idea to make the necessary progress 
possible. 

But the idea of compulsion through some such gov- 
ernment agency as the Coordinator of Transportation 
is abhorrent to us, as it is to all who believe in private 
initiative and the freedom of industry from government 
domination. Perhaps those of us who think that way 
are wrong; possibly the only way to accomplish the 
desired and desirable result is through some such 
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machinery as Mr. Eastman suggests; but we think it 
is at least too soon to reach any such decision. 

After all, though the Association of American Rail- 
roads has been a disappointment and offers little hope 
that it will change its methods, and its constituent 
railroads are set in their ways and not at all disposed, 
apparently, to the things they must do if the industry is 
to be saved, it is still young and, whatever it might 
have done or not done under different circumstances, it 
is a fact that its youth has been hampered by govern- 
ment interference and it has not really had full and 
free opportunity, as it sees the situation, to function 
as it should function and as it—on paper, at least—set 
out to function. With the Coordinator out of the pic- 
ture and no other similar machinery set up in his place, 
and with an agreement on dismissal compensation 
reached with labor so that there is nothing for even 
the most timid to fear from that quarter in bringing 
about economies through coordinations, it may show 
some life; at least it will have no excuse for inaction 
and constant criticism may move it to do something 
worth while, even under protest of many of its mem- 
bers. It should have the chance, we believe. 

It is too early to conclude that the railroads are 
entirely blind to the situation that confronts them and 
utterly unable to work out their own salvation. They 
have, in the past, to be sure, urged foolish excuses and 
put up weak defenses for their lack of action; inciden- 
tally and in passing, the very Coordinator who con- 
demns their passivity aided and abetted them in it by 
insisting that, under the emergency transportation act, 
they had no power to effect economies that would re- 
duce employment —that they were bound by the same 
restrictions that applied to him; those excuses and 
defenses will no longer be possible; they may find oth- 
ers just as foolish and weak, but at least they are en- 
titled to an opportunity without interference to do 
what has to be done. We hope they will see that 
private initiative and ability are on trial. They have 
an opportunity to “show” business and to lead the 
way. We would not, of course, say that, if they fail, 


government would do the job successfully, or even bet- 


ter; but the point is that government thinks it could 
and would and the wise course is not to give it a chance. 
The railroads have been many times frightened by fear 
of “something worse” into courses that their judgment 
did not approve; perhaps they may be frightened now 
to do something that their judgment ought to approve, 
whether it does or not. 


CONGRESS AND THE RAILROADS 
HOUGH witnesses for the railroads testified before 
the Senate interstate commerce committee that the 

proposed legislation was unwarranted and unnecessary 
and that it would increase railroad operating expenses, 
the Senate, by unanimous consent and without debate, 
has passed S. 1288 and S. 2511, two of the group of the 
bills introduced by senators for organized railroad 
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labor. From a safety point of view—that being the prin- 
cipal reason given for the proposed legislation—the 
railroads endeavored to show the committee that the 
safety record of the railroads was such that additional 
legislation to protect travelers and employes was not 
needed. 

The Senate, by the manner in which it disposed of 
these bills—on which the House has yet to act— 
ignored the position taken by the management wit- 
nesses. No senator presented the views of the rail- 
roads in a discussion of the measures. It was suffi- 
cient that the railroad employes had asked for passage 
of the bills. If there had been no opposition to the bills 
at the hearings on them, there could be no objection to 
such a course, but the Senate fails in its duty when it 
enacts, without discussion, legislation that is vitally 
important in its effect on an industry and to which the 
industry has made substantial objection and offered 
evidence in support thereof, as the railroads did as to 
these bills. 


It is probably a “horse-and-buggy” conception of 
government that members of Congress should repre- 
sent all the people and not particular groups, vociferous 
in their representations as to their power at the polls. 
The organized railroad employes constitute a group 
that gets what it wants from Congress regardless of 
whether it should have it in the general public interest 
or whether it comes within the constitutional power of 
Congress to grant it. The Supreme Court of the United 
States declared unconstitutional the pension act, which 
Congress passed at the request of the employes and 
over the protest of railroad management. Immediately, 
a move was begun to enact similar legislation, disguised 
in such way that its authors hope the Supreme Court 
will not strip off the mask. Congress lost no time in 
passing the bill. The law is now under the scrutiny of 
the courts. We may be mistaken, but we think this 
attempt to get around the Constitution will fail. That, 
however, will not mean that Congress will not try 
again. 

One of the points made by the railroads in oppos- 
ing S. 1288, the bill that would greatly broaden the 
authority of the Commission over all kinds of train- 
control devices and give it the power to issue orders 
requiring installation of safety devices, was that the 
railroads, under automatic train control orders of the 
Commission, had spent more than $30,000,000 in recent 
years, but that now many of these installations had 
been found unnecessary and had been taken out of 
service, either in whole or in part. .4 committee com- 
posed of nine signal engineers of the railroads studied 
the bill and prepared the matter used in opposing it 
before the committee. The testimony of the employes 
was of more weight with the committee than that of 
the management witnesses. 

If the bill becomes a law there will be additional 
jobs on the Commission’s staff, as it is authorized to 
“employ persons familiar with the subject” and rail- 

E (Continued on page 1138) 
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Current Topics in 
Washington 





A thought at the end of this week 
was that the Commission would soon 
announce its decision in reopened Ex 
Parte 115, commonly called the sur- 
charge case. A further thought was that it would permit the 
continuance of the additions to the so-called normal rates for 
a limited period, six months or a year, with probably modifica- 
tions as to some commodities. The thought, so-called, would 
probably be more accurately characterized as a guess. 

The thought that a continuance of the surcharges would 
be authorized existed, though it was not overlooked that, in a 
mathematical sense, the situation differed somewhat from that 
which was the fact in March, 1935, when the first decision 
was made in this case. The change was produced by the 
fact that Commissioner Caskie had come into office. In the 
prior decision, which gave the railroads less than they had 
requested, Commissioner Eastman did not vote. The decision 
was made by a vote of six to four. Four, Commissioners 
Tate, Aitchison, Porter, and Miller, dissented. 

Addition of Mr. Caskie to the Commission created the 
possibility that the four dissenters would be joined by him. 
That would make a tie vote of five to five and require the 
services of Mr. Eastman for the disposition of the case. Com- 
missioner Caskie, it was pointed out, might not assent to the 
ground on which the six based their conclusions that the rail- 
roads needed money that could be obtained by the imposition 
of surcharges. In the event of Mr. Caskie voting on the re- 
newed case with the dissenters, Mr. Eastman, also an unknown 
quantity so far as the previous decision is concerned, would 
have the duty of deciding whether the rates established last 
June should continue, or should be wholly displaced, or should 
be modified and allowed to continue. 


Renewed Surcharge 
Case Probabilities 





Among those who _ proposed 
amendments to the Constitution for 
the abolition of President Roose- 
velt’s “no man’s land” in which 
neither the state nor the national 
government may legislate, it seemed 
to be the idea that the national government could empower 
state governments to deal with wages. Another idea seemed 
to be that an amendment to the federal constitution would be 
enough. 

All of which again raises the question of how much benefit 
the American people have obtained from the expenditure of 


Power to Prescribe 
Wages Implies Much 
Constitution Tinkering 


billions for education. Or, perhaps, the question should be’ 


as to how many real teachers there have been in the United 
States since 1789, the year the Constitution was ratified. The 
talk indicates that the teachers never got across to their pupils 
the fundamental fact with regard to American government. 

The fundamental fact is that the national government has 
no power of its own generally to confer on a state. All the 
power it has is received from the states. The decision in the 
New York female wage statute case pertained to unconstitu- 
tionality both under the state and federal constitutions. The 
highest state court condemned it, as well as the highest federal 
court, as repugnant to both fundamental laws. 

Therefore, as to New York, at least, two constitutions would 
have to be amended. The federal Constitution might be 
amended so that a minimum wage law of a state could not be 
held repugnant to it. But that~would not amend a state 
constitution. The federal Constitution has many limitations 
on the powers of the states. But they do not command states 
to do anything. They merely forbid a state doing specified 
things. 

Senator Ashurst, of Arizona, in a resolution offered by 
him proposing an amendment to the Constitution might be said 
to take the whole subject by the horns. He ge that the 
Constitution be amended to read thus: “The Congress shall 
have power to make laws to regulate agriculture, commerce, 
industry, and labor.” 

The resolution provides a seven-year term in which the 
States might ratify or reject the proposed amendment. If 
they ignored it for seven years the egy would be dead. 

A shorter way to say the same thing, it might be suggested, 
would be to propose an amendment abolishing the states except 
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as to the keeping of the peace, guarding health, the regulation 
of marriage and divorce, the caring for the poor, and the 
administration of estates and wardship of orphans, provided 
that the regulation of those things did not interfere with laws 
of Congress purporting to regulate agriculture, commerce, 
industry, and labor. The country then might be divided into 
districts as France is divided and ruled from Washington as 
France is ruled from Paris. Americans in the past have not 
appeared to like that. 





Commenting on the use of the word 
“fare” in connection with the Commis- 
sion’s decision in No. 26550, passenger 
fares and surcharges, C. 'G. Gregory, 
assistant statistician.of the Northern Pacific, says: 


Passenger Fares, 
Freight Rates 


It strikes me that the word ‘‘fare’’ is used rather loosely as it 
would seem to me that the Commission has not established any mini- 
mum fares but rather minimum rates. The word ‘‘fare,’’ according to 
the dictionary, means the sum paid by a passenger for a particular 
journey, whereas, the word ‘‘rate’’ is the basis on which the fare is 
built up. 


These terms are used more or less indiscriminately, I find, in various 
publications, but it would seem to me that technically the word ‘‘rate,"’ 
rather than “‘fare,’’ should be used in connection with the Commis- 
sion's order in the above case, 


Undoubtedly, Mr. Gregory misspoke himself when he used 
the word “minimum.” The rates of fare prescribed by the 
Commission in the case mentioned are maximum. The railroads 
are at liberty to go below the rates prescribed. However, that 
is beside the point. 

Without cavil, it may be said, the point is well made, if 
but one meaning is ascribed to the word “fare” and any or all 
dictionaries are regarded as more authoritative than the Com- 
mission. A dictionary is only a reporter of facts. Reporters 
are fallible. The dictionary makers are supposed io report 
the meaning of words used by educated and informed persons. 

Thus far, no dictionary reporter has made note of the fact 
that the Interstate Commerce Commission, generally speaking, 
has attributed more or less arbitrary meanings to both “rates” 
and “fares.” Generally, when it speaks of rates, it means the 
rates used in calculating the charges to be collected for trans- 
porting freight, or goods, if one prefers the terminology of the 
British railroad transportation men. When it speaks of “fares,” 
it means the rates used or to be used in calculating the charges 
collected or to be collected from the passenger for the ride 
he has had or is about to receive. 

No two newspaper reporters ever reported the same event 
in the same way. Seldom do the reporters who make up dic- 
tionaries agree among themselves. For illustration, Webster's 
report on the meaning attributed to ‘‘fare” and why, in part, 
says: 

Fare—A, S. faran, to travel; fare, akin to Old Saxon, Gothic, and 
Old High German, faran to travel, go; Danish, varen; German, fahren; 
old Friesland, Icelandic and Swedish, fara; Danish, fare, 


Funk and Wagnall’s says the Anglo-Saxon word was faru. 

Bluntly, all the Teutonic tribes had a word meaning to 
travel that today is “fare’”’ in English and Danish, but which 
has been used in so many different ways that the only way to 
get a definite idea as to what it means is to consider the context. 
The dictionary-makers some day may report that the Commis- 
sion, for convenience, uSes the word “fare” to mean the charge 
on a passenger while it reserves the word “rate’”’ to mean the 
charge on commodities. And that is true with regard to most 
words. 





At the time the nomination of Gov- 
ernor Landon began looking probable 
some of the writers at Cleveland sug- 
gested a resemblance between the 
Democratic nominee of 1896 and the 
probably Republican nominee of 1936, 
their being practically unknown being one point of resemblance. 
Another was that neither was thought of as a possibility eight 
months before the convention. 

As a matter of fact, the work of the Landon organization 
more nearly resembled that of the McKinley organization prior 
to June, 1896. Mark Hanna was only a local Ohio boss when he 
organized the McKinley campaign. Landon has been promoted 
by local bosses in Kansas and Roy Roberts, managing editor of 
the Kansas City Star. Landon did not just happen, as was the 
fact about Bryan. 

The great apostle of free coinage got the nomination by his 
“cross of gold” and “crown of thorns” speech—a rehash of 
prior speeches, uttered because, in the Democratic convention 
of 1896, he was like the piano player in the radio station who 
comes out on the air with an interlude because the man who 
had the air before him did not use up all his time. 


Bryan Was Only 
the Piano Player at 
Chicago in 1896 
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Bryan made his speech while the convention was marking 
time waiting for the report of the platform makers. The chair- 
man was recognizing men who were bursting with thoughts so 
as to keep the convention delegates entertained. 

Alfred J. Stofer, one of the Washington correspondents in 
the press gallery, an ardent admirer of Bryan, began beating 
his table with a stick and yelling for Bryan as an entertainer. 
He told those about him that Bryan, whom they had all met 
at the St. Louis Republican convention as the correspondent for 
the Omaha World-Herald, was a ‘“‘wow” as a talker and asked 
them to join in the clamor for “Bry-aaan’” to talk. The other 
correspondents took up the yelling for “Bry-aaan’” and so he 
made the speech that won him the nomination. 

He told the easterners who were opposing free coinage 
that they had been licked in the selection of delegates and said 
that all the free coinage men had to do was to tot up their 
votes and adopt the platform they wanted, assuring the eastern 
men that they should not be permitted to crucify on the “cross 
of gold” or decorate a head with a “crown of thorns.” And 
that’s how Alfred J. Stofer, “from Culpeper, Virginia, sah,” 
noimninated William Jennings Bryan at Chicago in 1896. There 
was no such planning for Bryan as there was for Landon or 
McKinley.—A. E. H. 


CONGRESS AND THE RAILROADS 
(Continued from page 1136) 
road employes may obtain these jobs. Passage of S. 
2511, providing for Commission inspection of conditions 
in train-dispatching offices and promulgation of neces- 
sary rules and regulations governing the working con- 
ditions of train dispatchers, also, no doubt, would re- 
quire an increase in Commission personnel. 

It is in point—in view of the way the Senate han- 
dled this legislation—that its interstate commerce com- 
mittee, in reporting S. 2511, struck out the word “im- 
partial” in a provision that, on complaint or on its 
own motion, the Commission “or any impartial in- 
vestigator” could inspect and investigate any train- 
dispatching office with respect to all conditions under 
which train dispatchers work that in any way involve 
or affect the safety of the operation of trains. At 
least, the Senate committee was consistent in taking 
out the word “impartial.” 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended June 6 totaled 
695.845 cars—48,986, or 7.6 per cent, above the preceding week, 
which included a holiday, 66,133, or 10.5 per cent, above the 
corresponding week last year, and 79,077, or 12.8 per cent, 
above the corresponding week in 1934. Miscellaneous loading 
totaled 289,531; merchandise, 165,065; coal, 102,549; grain and 
products, 31,690; live stock, 11,802; forest products, 34,762; 
ore, 52,137; coke, 8,309. 

Railroads the week ended May 30 loaded 646,859 cars 
of revenue freight (see Traffic World, June 6), according to 
the Association of American Railroads. All districts: reported 
increases, compared with the corresponding week in 1935. All 
districts reported increases compared with the corresponding 
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week in 1934, except the Southwestern, which showed a small 
decrease. 

Loading of revenue freight in 1936 compared with the 
two previous years follow: 


1936 1935 1934 

lll ee ere 2,353,111 2,169,146 2,183,081 
5 weeks in February ............... 3,135,118 2,927,453 2,920,192 
EE On ER «5 dakie ocd as.veeatend 2,418,985 2,408,319 2,461,895 
eS Peer eee 2,544,843 2,302,101 2,340,460 
EE NNER os vniscccecevesvacses Meee 568,927 605,246 
OE SE rrr ree 668,935 575,020 602,798 
ED, 4. so eikee vie bn wipie.e wb. 681,447 582,950 612,331 
RS ee errs 683,406 598,396 625,990 
og a ee eee ceeeees 646,859 562,682 579,656 

Total ...13,803,858 12,694,994 12,931,649 


Revenue freight loading by districts the week ended May 
30 and for the corresponding period last year was reported 
as follows: 


Eastern district: Grain and grain products, 5,717 and 3,993; live 
stock, 1,015 and 904; coal, 26,931 and 29,207; coke, 1,810 and 1,473; 
forest products, 2,027 and 1,853; ore, 4,504 and 3,215; merchandise, 
L. C. L., 36,733 and 35,551; miscellaneous, 65,951 and 51,216; total, 
1936, 144,688; 1935, 127,412; 1934, 129,535. 

Allegheny district: Grain and grain products, 2,950 and 2,246; live 
stock, 775 and 707; coal, 30,594 and 33,526; coke, 3,966 and 1,889; 
forest products, 1,132 and 947; ore, 8,270 and 6,093; merchandise, L. 
C. L., 26,526 and 25,796; miscellaneous, 59,552 and 42,941; total, 1936, 
133,765; 1935, 114,145; 1934, 116,192. 

Pocahontas district: Grain and grain products, 286 and 206; live 
stock, 91 and 101; coal, 33,280 and 30,893; coke, 459 and 488; forest 
products, 779 and 613; ore, 136 and 189; merchandise, L. C. L., 5,021 
and 4,641; miscellaneous, 6,719 and 5,408; total, 1936, 46,771; 1935, 
42,539; 1934, 41,363. 

Southern district: Grain and grain products, 2,414 and 2,017; live 
stock, 1,016 and 921; coal, 13,593 and 12,831; coke, 495 and 330; forest 
products, 9,925 and 8,472; ore, 795 and 521; merchandise, L. C. L., 
26,746 and 24,685; miscellaneous, 37,111 and 33,283; total, 1936, 92,095; 
1935, 83,060; 1934, 83,072. 

Northwestern district: Grain and grain products, 8,527 and 5,767; 
live stock, 2,407 and 2,062; coal, 3,276 and 3,648; coke, 2,090 and 1,676; 
forest products, 7,750 and 5,153; ore, 27,856 and 18,695; merchandise, 
L. Cc. L., 16,986 and 16,229; miscellaneous, 30,199 and 25,280; total, 
1936, 99,091; 1935, 78,510; 1934, 82,667. 

Central Western district: Grain and grain products, 6,718 and 
5,840; live stock, 3,926 and 4,607; coal, 4,674 and 4,864; coke, 177 and 
179; forest products, 5,446 and 4,360; ore, 2,812 and 1,213; merchandise, 
L. C. L., 21,998 and 20,211; miscellaneous, 39,457 and 31,843; total, 
1936, 85,208; 1935, 73,117; 1934, 81,177. 

Southwestern district: Grain and grain products, 3,122 and 3,186; 
live stock, 1,113 and 1,802; coal, 1,674 and 1,638; coke, 81 and 127; 
forest products, 4,096 and 3,250; ore, 282 and 135; merchandise, L. 
Cc. L., 10,978 and 10,877; miscellaneous, 23,895 and 22,884; total, 1936, 
45,241; 1935, 43,899; 1934, 45,650. 


INVESTIGATION OF RAILROADS 


The Traffic World Washington Bureau 


Expenditure of $75,000 instead of $100,000 for the investi- 
gation of railroads by the Senate interstate commerce commit- 
tee was recommended by the committee to audit and control 
the contingent expenses of the Senate in reporting the Wheeler 
resolution providing for continuation of the investigation in the 
Seventy-fifth Congress. The Senate agreed to the resolution. 
The interstate commerce committee, to which $25,000 had been 
theretofore allotted by the Senate for the investigation, asked 
for $100,000 additional. The original resolution authorizing the 
investigation was agreed to May 20, 1935, and the inquiry has 
been under way since under the supervision of Max Lowenthal, 
special counsel to the committee. The committee recently re- 
ported to the Senate it could not complete the investigation 
at this session (see Traffic World, May 16, p. 951). 





Revenue Freight Car Loading—Week Ended Saturday, May 30 


Grain and Live 
grain prod. stock Coal 
1936 29,734 10,343 114,022 
NIE I nn os eve wena 1935 23,255 11,104 116,607 
1934 27,151 15,756 101,600 
Preceding week May 23 ..........1936 31,365 11,153 106,139 
Per cent increase over ........... 1935 27.9 
Per &nt decrease under ......... 1935 6.9 2.2 
Per cent increase over ........... 1934 9.5 12.2 
Per cent decrease under ......... 1934 34.4 
1936 685,784 264,259 2,917,821 
Cumulative 22 weeks to May 30/ 1935 569,953 279,769 2,692,187 
1934 630,969 344,220 2,778,478 
Per cent increase over ........... 1935 20.3 8.4 
Per cent decrease under ......... 1935 5.5 
Per cent increase over ........... 1934 8.7 5.0 


Per cent decrease under ........ 1934 23.2 


Per cent to 15 year average 81.3. 


Forest Mase. 

Coke products Ore Re Sv ae Ascellaneous Total 
9,078 31,155 44,655 144,988 262,884 646,859 
6,162 24,648 30,061 137,990 212,855 562,682 
7,068 24,442 30,319 143,589 229,731 579,656 
8,191 33,414 46,729 162,096 284,319 683, 406 

47.3 26.4 48.5 5.1 23.5 15.0 
28.4 27.5 47.3 1.0 14.4 11.6 

186,958 643,563 97,130 3,360,270 5,448,073 13,803,858 

146,777 528,305 223,639 3,398, 120 4,856,244 12,694,994 

173,760 501,595 185,383 3,538,529 4,778,715 12,931,649 

27.4 21.8 32.9 12.2 8.7 
1.1 
7.6 28.3 60.3 14.0 6.7 
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_ Decisions of Interstate Commerce Commission 





GRAIN RATE FACTORS 


HE Commission, by division 4, in No. 23318, Auburn Mills 

et al. vs. Chicago & Alton et al., and cases joined with it, has 
prescribed new factors on grain and grain products from points 
in western states to destinations in Kentucky and Tennessee, 
effective not later than September 10. The cases joined with 
it are No. 23851, Beaver Dam Milling Co. et al. vs. Same; No. 
23437, Southwestern Millers’ League et al. vs. A. T. & S. F. 
et al.; and three sub-numbers thereunder, Arcady Farms Mill- 
ing Co. et al. vs. Same, Southwestern Millers’ League et al. vs. 
Same, and Southwestern Millers’ League et al. vs. L. & N. 
et al.; and No. 26704, Larabee Flour Mills Co. vs. A. T. & 
S. F. et al. 

In Nos. 23318 and 23851 the Commission found rates ap- 
plicable east and south of Mississippi and Ohio river crossings 
as factors of through combination rates on grain and grain 
products, originating at points in western states and destined 
to points in Kentucky and Tennessee unreasonable for the 
future to the extent that they exceed 20 cents from St. Louis, 
Mo., and East St. Louis, Ill., 17 cents from Cairo and Thebes, 
Ill., and Evansville, Ind., and 14 cents from Louisville, Ky., to 
destinations, so far as the title complaint is concerned, on the 
Louisville & Nashville between Louisville, on the one hand, and 
Clarksville and Nashville, Tenn., on the other, except Glasgow, 
Ky., which is on a branch of the Louisville & Nashville; and 
in No. 23851 destinations on the main line of the Illinois Cen- 
tral northeast from Paducah, Ky., not including Louisville, 
Henderson, and Owensboro, Ky., on the Ohio River. 

In Nos. 23437 and sub-numbers 2 and 3 thereunder, and 
No. 26704, the Commission said the complainant had not been 
shown to have paid unreasonable through charges on wheat 
and its products, from points in western states to destinations 
in Kentucky and southwestern Virginia and dismissed them. 
No. 23437, Sub No. 1, was dismissed for lack of prosecution. 


CONTRACT CARRIER SERVICE 


In a report and order recommended by Joint Board No. 6, 
joint board members, A. F. Harvey and Harry Holden, in No. 
BMC 573, application of Moe Gollock, doing business as Mogul 
Petroleum & Transportation Co. approval is given for a permit 
to the applicant to operate as a contract carrier of petroleum 
products in interstate commerce between Portland, Ore., and 
Boise, Ida., via Ontario, Ore., via U. S. Highway 30 and State 
Highway 16, and between Portland, Ore., and Caldwell, Ida., 
via U. S. Highway 30. 

Exceptions, if any, must be filed with the Commission and 
all other parties in interest within 25 days, from June 5; 
otherwise at the expiration of that period the order recom- 


mended will become the order of the Commission and will, 


become effective unless exceptions have been reasonably filed 
by other parties, or the order is stayed or postponed by the 
Commission. 

Protests against the granting of the application were 
filed by the Union Pacific Railroad Co. and by the Arrow 
Transportation Co., the latter a common carrier by motor 
vehicle of liquid petroleum products serving the same territory. 
The railroad company offered evidence designed to show, said 
the report, that the operation of motor vehicles of the truck 
and trailer and tractor and trailer type carrying gasoline over 
the highways to be used by the applicant constituted a menace 
to the railroads, to the traveling public, and to residents along 
the highway. The board refused to admit the testimony of the 
Union Pacific with respect to the type of motor vehicle and 
trailer to be used by applicant and in that connection said: 


Regulations pertaining to sizes and weights must be established 
uniformly by the Commission, if at all, as to all motor carriers simi- 
larly situated in particular territories. To attempt to establish such 
Standards in each individual case would lead to hopeless confusion 
and discrimination. Such a system for establishing size and weight 
regulations would be impractical and was clearly not contemplated by 
Congress, as a careful reading of sections 204(a) (2), 204(a) (5), and 
225 in conjunction with section 209(b) discloses. This board feels it 
has no jurisdiction in a hearing such as this to go into the question gen- 
erally as to whether or not the operation of all vehicles of the same 
type as applicant's, over the highways designated in this application, 
would be contrary to the public interest. Counsel for protestant rail- 
road company also stated that it had no evidence to introduce to show 
that applicant’s operation had any peculiar features which made its 
Operation more dangerous than the operation of any other such motor 
carriers. Should the Interstate Commerce Commission deny this per- 


Weems 





mit on the ground that the operation generally of vehicles, such as 
those used by applicant, is contrary to the public interest, the ruling 
would have far-reaching effects in that it would lead to complete chaos 
in a branch of the trucking industry which has attained a substantial 
size. Such a matter can only be taken up and considered by the In- 
terstate Commerce Commission after adequate public hearings on the 
question. For the above reasons, this board refused to admit the tes- 
timony on this point offered by protestant railroad company. 


AIR MAIL COMPENSATION 


The Commission, by division 3, in Air Mail Docket No. 1, 
air mail compensation, on further hearing, has granted in- 
creased compensation for service performed by Northwest Air- 
lines, Inc., on route No. 3 extending from Fargo, N. D., to 
Seattle, Wash., and route No. 16, from Chicago, Ill., to Pem- 
bina, N. D., via Fargo. The Commission said that it might 
determine and publish fair and reasonable rates from the date 
of the filing the petition therefor. 

The Commission under the air mail act of 1934, as amended, 
on review of the rates of compensation being paid for the 
transportation of air mail by airplane on routes Nos. 3 and 16, 
found not unreasonable profit to have been derived or to be 
accruing therefrom. It found the rates over the routes in 
question to be not fair and reasonable from the date of the 
petition for review, filed June 27, 1935. 

As to route No. 3 the Commission found that when the 
volume of service in miles for any month was over 145,000 the 
rate of compensation should be 31 cents an airplane mile; over 
137,500 but not over 145,000, 32 cents; 137,500 or less, 33 cents. 

As to Route No. 16 the Commission found that when the 
volume of service in miles for any month was over 110,000 the 
rate should be 28 cents; over 95,000, but not over 110,000, 29 
cents; over 87,500, but not over 95,000, 30 cents; over 80,000, 
but not over 87,500, 31.5 cents; and 80,000 or less, 33 cents. 

The finding was subject to the proviso that in no case 
should the compensation payable under any bracket of the 
scales hereinbefore set forth exceed the minimum compensation 
payable in the preceding bracket of the same scale. It ordered 
that the rates determined in accordance with the scale pre- 
scribed should be applicable when the average monthly load of 
mail did not exceed 300 pounds and subject to increases as 
provided in the act for loads in excess of that poundage. 


CHICAGO STORAGE-IN-TRANSIT 


An order of dismissal has been made by the Commission in 
No. 26910, Illinois Association of Merchandise Warehousemen 
vs. Belt Railway Co. of Chicago, on a finding that a storage-in- 
transit arrangement and rates resulting therefrom on carload 
traffic from industries or warehouses in the Chicago, IIL, 
switching district to warehouses in that district and reshipped, 
are not unreasonable or otherwise unlawful. Commissioner 
Porter noted a dissent and Commissioner Lee dissented for a 
reason set forth in his,separate expression in Anchor Storage 
Co. vs. Alton, 211 I. C. C. 307. 

Complainant alleged that the belt company’s storage-in- 
transit arrangement on carload traffic from industries or ware- 
houses on its lines in the Chicago switching district to ware- 
houses on its line in that district and reforwarded to destina- 
tions on or beyond its line resulted in total charges lower than 
would accrue under the rates prescribed by the Commission in 
Switching Rates in Chicago District, 177 I. C. C. 669, 195 I. C. C. 
89. It alleged that charges were less than reasonable in viola- 
tion of section 1, unduly prejudicial to interstate commerce and 
unduly preferential of intrastate commerce in violation of 
section 13, and that the observance by the Belt of its tariff 
departed from the findings and orders in the decisions cited in 
violation of section 16. e complainant alleged that the pay- 
ment of absorption by Crooks Terminal Warehouses, Inc., an 
intervener in that case, of the charges on ex-lake sugar, in 
carloads, from docks at Chicago to its warehouse at Clearing. 
lll., in the Chicago switching district, following the establish- 
ment of the arrangement complained of, were in violation of 
sections 10 (1) and (3) of the interstate commerce and of the 
Elkins act. 

According to the report, the complainant attempted to show 
that the rates assailed were not compensatory by introducing 
as an exhibit a copy of the brief filed by the respondents 
(including the Belt Railway) in Switching Rates in Chicago 
District, supra. That brief, the Commission said, dealt with 
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respondents’ evidence of record in that proceeding as to the 
relation between rates in the Chicago switching district and 
the cost of rendering switching service in that district, and 
was described by complainant herein as admissions against 
interest. 

This, the report says, does not afford a sufficient basis for 
a finding that the rates assailed are below the minimum of 
reasonableness. The case dealt with complexities created by 
the fact that absorptions were made out of switching rates 
and that there was a one cent inbound rate. That one cent 
inbound rate, the Commission said, was not an independent 
local rate but was only one factor which, when combined with 
other factors, out of which defendant obtained additional 
revenue for further movements, made up the through rate. 
The inbound factor of those rates, it added, was the same in 
amount as the division received by defendant out of the joint 
rates where its haul in the Chicago switching district in some 
instances was twice as long as that from intervener’s warehouse 
on the water front to Clearing. 

The tariff provisions complained of, the report said, applied 
to both state and interstate traffic from all industries and ware- 
houses on the defendants’ line to all warehouses on its line. 
The fact that the complaining warehouses were not reached by 
defendant and that the lines which did reach them had not 
established similar tariff provisions, the report said, could not 
be said to result in unjust discrimination or undue prejudice 
by defendant which established this provision because of com- 
petitive conditions. Counsel says there was no charge of undue 
discrimination or prejudice. 


COMMISSION REPORTS 


Sugar 
No. 27005, Holly Sugar Corporation vs. Alton et al. By 
division 3. Dismissed. Rates, sugar, Swink, Colo., and Tor- 
rington and South Torrington, Wyo., to points in Alabama, 
Mississippi, Kentucky, and Tennessee not shown to have been 
unreasonable. 





Minnesota Charges 


No. 27015, emergency freight charges in Minnesota. By 
the Commission on further reconsideration. Report on further 
hearing, 214 I. C. C. 129, modified so as to exempt therefrom 
intrastate rates on coal, petroleum or wood tar, and on wood 
or roofing pitch from St. Louis Park, Minn., to Hopkins, Minn. 


No. 27179, S. A. Gerrard Co. et al. vs. A. C. & Y. et al. 
By division 3. Rates, cantaloupes and honeydew, honeyball, 
casaba, and honeymoon melons, from points in Colorado on 
the Missouri Pacific, Pueblo to Sugar City and intermediate 
points, and from points in Colorado on the Santa Fe, Nepesta 
to Las Animas, and points intermediate thereto, to points in 
official territory, except Illinois and Kentucky, West Virginia 
and Virginia, not unduly prejudicial, not unreasonable in the 
past, but are and for the future will be unreasonable to the 
extent they exceed or may exceed 35 per cent of the first class 
rates, minimum 20,000 pounds, from and to the same points. 
Order for the future effective on or before September 10. 


Green Tomatoes 


No. 27062, Adams & Dodge vs. N. Y. N. H. & H. et al, 

By division 3. Dismissed. Rate, green tomatoes, Humboldt, 

Gadsden, Atwood, Milan and Fruitvale, Tenn., to Boston, Mass., 

shipments made in July, 1928, 1931 and 1933, not unreasonable. 
Pipe Threading in Transit 


I. and S. No. 4181, iron and steel pipe threaded in transit 
in west and No. 4193, iron and steel pipe threaded in transit 
in west (2). By division 4. Proposed restriction of transit 
rules and regulations governing the fabrication and rework- 
ing in transit of iron and steel articles, carloads, so as to 
prohibit the threading or rethreading, in transit of iron and 
steel pipe at points on respondents’ lines on and west of the 
Mississippi River, found justified. Orders of suspension vacated 
and proceedings discontinued as of June 16. 

Scrap Iron or Steel 

No. 27089, J. T. Knight & Son, Inc., vs. Central of Georgia 
et al. By division 4. Dismissed. Rates, scrap iron or steel, 
Columbus, Ga., to Alabama City, Ala., on shipments between 
August 3, 1933, and July 30, 1935, not unreasonable. 


Cullet 


No. 26289, Olean Glass Co. vs. Pennsylvania, and No. 
26496, Maine & New Hampshire Granite Corporation vs. B. & M. 
et al. By the Commission. On reconsideration found that Olean 
Glass Co. was entitled to reparation of $511.78 with interest on 
account of unreasonable rates, cullet, shipped between January 
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20 and October 27, 1931, from points in Philadelphia to Olean, 
N. Y. Complainant in No. 26496 directed to file Rule V state- 
ments. Commissioner McManamy dissented and was joined in 
his dissent by Chairman Mahaffie and Commissioner Meyer. 
Commissioner Tate noted a dissent. 


Bituminous Coal 


No. 25785, A. S. Nowlin & Co. et al. vs. C. & O. et al., and 
No. 26325, Bald Knob Furniture Co. vs. N. & W. et al. By 
division 4. On reconsideration, rate, bituminous coal, mines on 
the Virginian to Rocky Mount, Va., in the Pocahontas-New 
River group unreasonable to the extent it exceeded or might 
exceed $2.05. New rate to be made effective not later than 
September 11. 


Dry Goods Mixture 


I. and S. No. 4154, merchandise between Texas gulf ports 
and Texas. By division 2. Proposed cancelation of export, 
import, and coastwise rates on “sanger” or dry goods mixture, 
carloads, between Texas Gulf ports, and points in Texas and 
also Shreveport, La., and points grouped therewith, found not 
justified. Suspended schedules ordered canceled and proceeding 
discontinued. The proposal was to cancel the fourth class 
rating provided in the exception to the western classification 
and commodity rates maintained as maxima on the mixture on 
the ground that the resulting rates were unreasonably low. 


Corrugated Iron Culverts 


No. 26660, Shelt Co., Inc., vs. Baltimore and Ohio et al. 
By the Commission. On reconsideration findings in the original 
report, 211 I. C. C. 203, that the class rates charged on car- 
load and less-than-carload shipments, corrugated iron or steel 
culvert pipe and asphalt-coated, and/or lined or paved corru- 
gated iron or steel culvert pipe, Elmira, N. Y., to interstate 
destinations in official territory were inapplicable, modified so 
that the finding that the class rates charged on carloads be- 
tween June 10, 1933, and August 21, 1934, and on less-than- 
carloads between June 1, 1933, and August 15, 1934, were in- 
applicable, and that the applicable rates were those provided 
from Elmira to the considered destinations in the commodity 
tariffs as to carload shipments and by the exceptions to the 
classification as to less-than-carload shipments under the cap- 
tion of manufactured iron and steel articles on culverts, plate 
or sheet, corrugated or plain, not exceeding 4 feet in diameter, 
the diameter limitation to be strictly observed. Further found 
that on and after August 15, 1934, as to less-than-carloads, and 
August 21, 1934, as to carloads, the basis applying on culverts, 
plate or sheet, corrugated or plain, provided in the exceptions 
as to less-than-carloads and in commodity tariffs as to carloads 
under the caption of manufactured iron and steel articles, were 
and are applicable . Further found that such descriptions were 
and are applicable to culverts treated with asphalt. Reparation 
awarded. Commissioner Porter dissented. 


Vegetables 


No. 26870, A. E. Meyer and Co. et al. vs. A. C. L. et al. 
By the Commission. On reargument, finding in original report, 
213 I. C. C. 375, reversed. That finding was that it had not 
been shown that the emergency charges, vegetables, carloads, 
points in North Carolina and South Carolina to New York, 
N. Y., and Jersey City, N. J., between May 9, 1932, and April 
4, 1933, inclusive, rendered unreasonable the total charges for 
line-haul transportation of the shipments on which reparation 
was sought. The new finding is that the line haul charges were 
unreasonable to the extent that the emergency charges ex- 
ceeded those which would have accrued from the application 
of one cent a 100 pounds to the estimated weights on like 
traffic from points in North Carolina and South Carolina to 
New York and Jersey City that were established June 20, 
1932. Reparation awarded. Chairman Mahaffie dissented and 
joined in his dissent with Commissioner Miller. 


Crude Rubber 
No. 27215, Carlisle Tire and Rubber C. vs. Pennsylvania. 
By division 2. Dismissed. Rate, crude ruber, carloads, New 
York, N. Y., to Carlisle, Pa., between May 13 and July 6, 1933, 
not unreasonable or otherwise unlawful. 


Blackstrap Molasses 


No. 26992, emergency freight charges within Georgia. By 
the Commission. Third supplemental report. Prior report, 213 
I. C. C. 515, and order requiring maintenance on state com- 
merce in Georgia, of rates and charges not lower than those 
then in force, plus emergency charges corresponding to the 
emergency charges on interstate traffic, modified so as to 
except therefrom the intrastate transportation, blackstrap 
molasses, in tank-cars, Savannah and Port Wentworth to Quit- 
man, Ga. The carriers asked for the modification so as to en- 
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able them to meet a rate of 12.5 cents, said to have been 
established on state traffic from the ports to Valdosta, Ga., 
approximately 17 miles less distant than Quitman, to meet 
motor competition. The interstate level rate is 20.5 cents plus 
an emergency charge of one cent. 


Gasoline and Kerosene 


Fourth section application No. 16066, gasoline and kero- 
sene to river ports in Alabama. By the Commission. Illinois 
Central and other carriers operating in Alabama, Mississippi 
and southeastern Louisiana, authorized in fourth section order 
No. 12362, to establish rates, gasoline and kerosene, in tank 
cars, of 18.5 cents from points in the New Orleans-Baton Rouge, 
La., group, and 15 cents from Mobile, Ala., to Birmingham, 
Tuscaloosa, Holt, Montgomery and .Selma, Ala., without ob- 
serving the long-and-short-haul part of section 4 to enable the 
carriers to meet competition by the barge lines to those river 
points. To enable the carriers to establish these rates the 
Commission modified its findings in Gasoline to River Points 
in Alabama, 194 I. C. C. 79, in which rates of 20 cents from 
Mobile and 23.5 cents from the New Orleans-Baton Rouge 
group were authorized. The Commission also modified its 
finding in Petroleum and Its Products, 171 I. C. C. 286, the 
Hoch-Smith petroleum case requiring the carriers to maintain 
rates from New Orleans-Baton Rouge groups in relation to 
rates from southwestern origin groups to enable the carriers 
to put in the 18.5 and 15 cent rates which are about 50 per 
cent of those prescribed in the Hock-Smith case. The relief 
authorized is not to apply over any routes over which the dis- 
tance to the river ports is more than 575 miles from points in 
the New Orleans-Baton Rouge group, and more than 400 miles 
from Mobile. 


Cc. & 8S. ABANDONMENT 


The Commission, by division 4, in Finance No. 10912, Colo- 
rado and Southern Railway Co. abandonment, has authorized 
the carrier mentioned to abandon that part of its Falcon branch 
line from Connors to Falcon, Colo., a distance of approximately 
65.16 miles. Colorado and its Public Utilities Commission ap- 
peared in behalf of protestants. The Falcon branch, built by 
the Denver & New Orleans in 1881-82, was originally designed 
as a part of a projected railroad extending from Denver, 
through Falcon and Pueblo, to Texas and the Gulf of Mexico. 
It was never completed beyond Pueblo. The Colorado and 
Southern acquired the line in 1898, and used it for a part of 
its mgin line for a short time. The principal commodities that 
have been handled over the branch are coal, live stock, dried 
beans, cottonseed meal and cake, grain and forest products. 
The Commission said that it appeared that motor truck com- 
petition had contributed as much toward the plight of the 
branch in the past as unfavorable weather conditions which 
had made operation difficult. The average annual results of 
operation of the branch for the years 1930-34, inclusive, the 
report said, were shown by the applicant to have been a deficit 
in the net income of $85,712.37. 


DISMEMBERMENT OF M. & ST. L. 


The Commission has assigned Finance No. 10947, applica- 
tion of the Associated Railways Co. for authority to acquire 
the line of the Minneapolis & St. Louis Railroad Co. to operate 
portions thereof and abandon other portions thereof, for fifteen 
hearings before Assistant Director Boles of its Bureau of 
Finance. The hearings will last about a month. The object 
is to given an opportunity to be heard on the proposed dis- 
memberment of the road by every community believing itself 
to be vitally affected. The assignments follow: 


On the abandonment of the line from Hopkins, Minn., to Nor- 
wood, Minn., and on the abandonment of operation under trackage 
rights over the tracks of the Northern Pacific Railway Company, from 
Minneapolis, Minn., to St. Paul, Minn., at the Hotel Nicollet, Minne- 
apolis, Minn., June 26. 

On the general plan presented by the application, at the Federal 
Building, Fort Dodge, Ia., June 29. 

On the abandonment of the line from Clare, Ia., to Gowrie, Ia., 
and on the abandonment of operation over the line of the Illinois Cen- 
tral Railroad Company from Tara, Ia., to Fort Dodge, Ia., at the 
federal building, Fort Dodge, Ia., July 1. 

On the abandonment of the lines from Albert Lea, Minn., to Fort 
Dodge, Ia., from Fort Dodge, Ia., to Otho, Ia., and from Berkley, Ia., 
to Angus, Ia., being parts of the line from Albert Lea, Minn., to An- 
gus, Ia., described in the application, at the federal building, Fort 
Dodge, Ia., July 2. 

On the abandonment of the line from Newton, Ia., to New Sharon, 
Ia., including the line from Lynnville Junction, Ia., to Lynnville, Ia., 
and on the abandonment of operation under trackage rights over the 
line of the Chicago, Rock Island & Pacific Railway Company from 
Valley Junction, Ia., to Des Moines, Ia., and over the line of the 
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Chicago, Burlington & Quincy Railroad Company from Tracy, Ia., to 
Des Moines, Ia., at the federal building, Newton, Ia., July 7. 

On the abandonment of the line from Newburg, Ia., to Van Cleve, 
Ia., at the federal building, Grinnell, Ia., July 8, 1936. 

On the abandonment of the line from Albert Lea, Minn., to Fort 
Dodge, Ia, and on the abandonment of operation under trackage rights 
at Albert Lea, Minn., over tracks of the Chicago, Rock Island & Pa- 
cific wr Company, at the federal building, Albert Lea, Minn., 
July 10. 

On the abandonment of the lines from Spencer, Ia., to Terrill, Ia., 
from Ayrshire, Ia., to Curlew, Ia., and from Dunnell, Minn., to Hunt- 
ington, Ia., and on the abandonment of operation under trackage rights 
over the line of the Chicago, Milwaukee, St. Paul & Pacific Railroad 
Company from Spencer, Ia., to Ruthven, Ia., at the federal building, 
Spencer, Ia., July 13. 

On the abandonment of the lines from St. James, Minn., to Ormsby, 
Mirin., and from Monterey, Minn., to Sherburn, Minn., at the New 
Lincoln Hotel, St. James, Minn., on July 14. 

On the abandonment of the line from Aberdeen, S. D., to Conde, 
S. D., at the Alonzo Ward Hotel, Aberdeen, S. D., July 16. 

On the abandonment of the line from Northville, S. D., to Conde, 
S. D., at the Alonzo Ward Hotel, Aberdeen, S. D., July 17. 

On the abandonment of the line from Norbeck, S. D., to Cresbard, 
S. D., and on the abandonment of operation under trackage rights at 
Aberdeen, S. D., over the tracks of the Chicago, Milwaukee, St. Paul & 
— Railroad Company at the Alonzo Ward Hotel, Aberdeen, S. D., 
July 18. 

On the abandonment of the line from Akaska, S. D., to Hoven, S. 
D., at the Selby Hotel, Selby, S. D., July 20. 

On the abandonment of the line from Conde, S. D., to Florence, 
S. D., at the Lincoln Hotel, Watertown, S. D., July 22. 

On the abandonment of the line from Watertown, S. D., to Marietta, 
Minn., at the Lincoln Hotel, Watertown, S. D., July 23. 


NEW HAVEN DUAL DIRECTORSHIPS 


The Commission, by division 4, in Finance No. 11218, has 
authorized Winthrop M. Daniels, formerly a member of the 
Commission and now one of the trustees of the New York, 
New Haven & Hartford, to hold office as director of the New 
York Connecting Rail Road Co. in addition to being trustee of 
the New Haven, one of the proprietary companies of the con- 
necting railroad. 

In Finance No. 11217, the Commission, by division 4, has 
authorized James L. Loomis, also a trustee of the New Haven, 
* hold a directorship in the New York Connecting Rail Road 

0. 


ABANDONMENT PROCEDURE 


The Commission has revised the rules governing the filing 
of applications under section 1, paragraphs 18 to 21, inclusive, 
of the interstate commerce act, for certificates of public con- 
venience and necessity authorizing the abandonment of rail- 
roads or the operation thereof. The revision was made so as 
to simplify the requirements and to make more certain of the 
furnishing by applicants of data the Commission deems neces- 
sary. 


OLD COLONY REORGANIZATION 


The Old Colony Railroad Co., in Finance No. 10992, New 
York, New Haven & Hartford Railroad Co. reorganization, has 
filed a copy of the petition it filed for its own reorganization 
under section 77 of the bankruptcy act in the federal court for 
district of Connecticut. Its stock is owned by the New Haven 
and its properties are leased to that carrier. The New Haven 
has defaulted in the rent to be paid for the Old Colony prop- 
erty held under lease and the trustees of the New Haven have 
disaffirmed that lease. The Old Colony therefore filed a peti- 
tion for reorganization under the bankruptcy act in connection 
with the reorganization of the New Haven. 


SOUTHERN ABANDONMENT 


The Commission, by division 4, in a report in Finance No. 
10896, Southern Railway Co. abandonment, has deferred action 
on the application of the Southern for authority to abandon that 
part of its Atlanta-Fort Valley line extending from a point 
approximately 1.5 miles south of Roseland to Williamson, where 
the line connects with and crosses the McDonough-Columbus 
line of the applicant, approximately 40 miles, in Fulton, Clay- 
ton, Fayette, Spalding and Pike Counties, Ga. Protests against 
the granting of the abandonment application were made. The 
Georgia Public Service Commission recommended that the 
application be denied. 

The Commission said that savings would be effected by the 
proposed abandonment appeared to have been overestimated 
but that the record supported that conclusion that the operation 
of the line was resulting in a substantial loss to the applicant. 

“In view, however,” said the Commission, “of the rather 
serious consequences of abandonment to many who are now 
served by the line, their confidence that traffic will increase as 
recovery in business proceeds, and their realization of the 
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dependence of the applicant upon their patronage as they de- 
pend upon it for transportation service, we conclude that a 
further test of operation of the line for one year should be 
made. If at the end of that period the applicant renews its 
request by a supplemental application herein, we shall recon- 
sider the proceeding in the light of conditions then existing. 
Further consideration of the instant application will be deferred 
accordingly.” 

Chairman Mahaffie, dissenting, said the application should 
be granted. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 11166, Stone Harbor Railroad 
Company acquisition, approving and authorizing acquisition by the 
Pennsylvania-Reading Seashore Lines of the properties and fran- 
chises of the Stone Harbor Railroad Company, approved. 

Report and certificate in F. D. No. 11209, Northern Pacific Rall- 
way Company abandonment, etc., (a) permitting the abandonment 
by the Northern Pacific Railway Company of part of a line of railroad, 
and (b) authorizing the operation by that company, under trackage 
rights, over a line of railroad of the Oregon-Washington Railroad & 
Navigation Company, in the city of Pendleton, Umatilla County, Ore., 
approved. 

Report and order in F. D. No. 11185, Chicago, Burlington & Quincy 
Railroad Company equipment-trust certificates, granting authority to 
assume obligation and Hiability in respect of not exceeding $3,950,000 
of Chicago, Burlington & Quincy Railroad equipment trust of 1936, 
2% per cent serial equipment-trust certificates, to be issued by the 
First National Bank of the City of New York, as trustee, and sold 
at 102.72933 and accrued dividends In connection with the procurement 
of certain equipment, approved. 


FINANCE APPLICATIONS 

Finance No. 11233. Grand Trunk Western Railroad Co. asks author- 
ity to assume obligation and liability with respect to $409,000 of Cen- 
tral Vermont Railway equipment trust certificates of 1929 and to re- 
imburse the Central Vermont in the amount of $336,007.72 In considera- 
tion of the transfer by the Central Vermont to the applicant of 375 auto- 
mobile cars. The application says that the Central Vermont does not 
need the automobile cars while the applicant does, hence the transfer. 

Finance No. 11234. Marianna & Blountstown Railroad Co. asks 
authority to abandon a branch extending from Blountstown, Fla., to 
Scotts Ferry, Fla., a distance of approximately 14 miles, except ap- 
proximately 2 miles which will be retained as long as necessary for the 
handling of business. The line marked for abandonment was built as a 
logging road. The application says the mills formerly located on the 
branch have cut out the timber and have gone so there is not traffic 
enough to justify its operation. 

Finance No. 10937 (amended). Milwaukee, Rockford & South- 
western Railroad’ Co. asks approval of a loan of $90,000 from the 
RFC the money to be used to rehabilitate that part of its line formerly 
owned by the Rutland, Toluca & Northern which extends about 21 
miles from Granville to Toluca, Ill. Applicant was allowed to acquire 
the line of the R. T. & N. in a decision recently made by the Com- 
mission. The applicant asked for a loan for five years. It originally 
asked for $100,000 but the Commission said that only $90,000 would 
be needed. The carrier estimates that the rehabilitation work will 
cost $96,636. 


Finance No. 11235. Wheeling & Lake Erie Railway Co. asks au- 
thority to change the terms and provisions of its outstanding prior 
lien and preferred stocks as follows: (1) Dividend rate on prior lien 
stock to be reduced from 7 per cent to 4 per cent payable quarterly, 
effective not later than August 1 and dividends to be cumulative; (2) 
holders of prior lien stock, August 1, to receive, as of record date 
to be fixed by directors, $7.50 a share in cash after which stock 
shall become non-redeemable, provisions in respect of exemption and 
retirement at $115 a share and cumulative dividends, if any, unpaid 
at date of redemption, to be eliminated; (3) privilege accorded prior 
lien stock for conversion into common stock, par for par, to be elim- 
inated; (4) dividend on preferred stock to be reduced from 6 to 5% 
per cent payable quarterly, to be cumulative from and after August 
1; (5) redemption price of preferred stock to be reduced from $105 
to $100 a share, plus cumulated dividends at 5% per cent, if any, on 
date of redemption; (6) holders of preferred stock to be privileged 
at any time to convert their preferred stock into common stock, 
par for par, and receive in cash accrued dividends. 

Finance No. 11236. Michigan Central and the New York Central 
ask authority to abandon the Haakwood branch of the Michigan Cen- 
tral and the operation thereof. The branch extends from Haakwood to 
Afton, Mich., a distance of about 12.75 miles. The branch was built 
to bring out timber which has been taken out. 

Finance No. 11237. Okmulgee Northern Railroad Co. asks au- 
thority to increase its capital stock from $242,000 to $400,000; to issue 
new shares in exchange for those outstanding and actually to issue 
additional shares of a par of $10; to cancel $200,000 of outstanding 
stock and to issue 24,200 shares of a par of $10 a share to replace 
2,420 shares of a par value of $100 a share; and to Issue 15,800 addi- 
tional shares of a par of $10 each as a stock dividend to be delivered 
pro rata to present holders of its stock. The proposal is to convert 
$158,000 of surplus now invested in road and equipment into stock as 
a dividend. 

Finance 11101. Pioneer & Fayette Railroad Co. Supplemental ap- 
plication requests the RFC to purchase and the Commission to approve 
the purchase of the $7,000 trust certificate proposed to be issued and 
for which authority has been requested in Finance No. 11192. 

No. BMC-F 56. Southwestern Greyhound Lines, Inc., Fort Worth, 
Tex., asks authority to purchase from R. W. Lee, doing business as 
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Lee Way Stages, the interstate rights authorizing common carrier serv- 
ice in the transportation of passengers between Amarillo, Tex., and 
Albuquerque, N. M., for $30,000. 

No. BMC-F 57. Burlington Transportation Co., a subsidiary of the 
Chicago, Burlington & Quincy railroad, asks authority to acquire the 
properties of Roy A. Sand, doing business as Sand Motor Express Co., 
for $15,000. The express company to be acquired operates between Day 
enport, Ia., and St. Louis. 

Finance No. 11238. Erie Railroad Co. asks authority to acquire the 
control of the West Clarion Railroad Co. by the purchase of stock, 
$20,000, owned by the Northwestern Mining and Exchange Co. The 
West Clarion owns the stock of the Brockport & Shawmut Railroad 
Co, and those companies have been authorized by the Commission to 
merge their properties. The stock of the mining and exchange com- 
pany is owned by the Erie. The Erie proposes to pay $47,543.10 for 
the property to be acquired, short lines in Pennsylvania. 

Finance No. 2071. Supplemental application of the New York Cen- 
tral, Toledo & Ohio Central, and the Kanawha & Michigan for a modi- 
fication of the Commision’s order of July 21, 1922, so as to permit 
reduction of the authorized capital stock of the Kanawha & West 
Virginia Railroad Co. from 50,000 shares of the par value of $100 
each to 50 shares of the par value of $100 each. This reduction in 
capital stock is desired on account of the absorption by the applicants 
of the Kanawha & West Virginia. It has not been feasible to get rid 
of the stock of the Kanawha & West Virginia on account of an order 
of the Commission dated July 21, 1922, without approval of the Com- 
mission such as is herein sought. 

Finance No. 10028. Plan of reorganization of the Rock Island, 
Arkansas & Loulsiana Railroad Co., under section 77 of the bank 
ruptcy act presented on behalf of holders of first mortgage 4% per 
cent gold bonds, due March 1, 1934, by a committee of which James 
G. Blaine, is chairman. That issue of bonds totaled $14,862,000. The 
plan is presented in connection with the reorganizaton of the Chicago, 
Rock Island & Pacific Railway Co. for approval by the Commision. 


SAVANNAH AND ATLANTA PLANS 


The Savannah & Atlanta Railway, of which Charles F. 
Gay has been receiver since March 4, 1921, in finance No. 11240, 
has presented a plan to the Commission for its reorganization 
under section 77 of the bankruptcy act and rehabilitation by 
means of a loan from the RFC of $1,500,000 for five years at 
4 per cent. The road is about 175 miles long, extending from 
Savannah to Camak, Ga. The loan is to be evidenced by a 
note secured by the pledge of proposed twenty-five year first 
mortgage bonds, all the road’s securities to be junior to the 
claim of the RFC. 

Uses to which the loan are to be put, as stated in the 
application for the Commission’s approval are: To pay re- 
ceiver’s certificates, $500,000; traffic and car service balances, 
$100,000; accounts and wages, $50,000; accrued interest on 
taxes, $33,134.67; added equipment, $200,000; reorganization 
expenses, $150,000; road improvements, $350,000 and addi- 
tional working capital $116,865. 


KANSAS CITY TERMINAL CASE 


The controversy as to how much the smaller tenants 
shall pay for the use of the facilities of the Kansas City 
Terminal Railway Co., owner of the Union Station in that city, 
has again been brought into the courts in the Supreme Court 
of the District of Columbia, No. 669, United States ex rel., 
Kansas City Southern Railway Co. vs. Interstate Commerce 
Commission. That carrier has asked for a writ of mandamus 
compelling the Commission to take jurisdiction of the com- 
plaint of the tenants of the union terminals, which was dis- 
missed by the Commission November 11, 1935, 211 I. C. C. 291. 

Specifically the Kansas City Southern asked that the 
Commission be compelled to take jurisdiction of No. 26876, 
Kansas City Southern Railway Co. vs. Kansas City Terminal 
Railway Co. et al. In that.complaint the Commission is asked 
to find that payment of taxes and interest by the small users 
of the terminal facilities constitutes prejudice and an undue 
burden on interstate commerce. 


In its petition for mandamus the Kansas City Southern 
alleges that had the tenants paid for the ur~ of the facilities 
on the user instead of the numerical basis 11 1934, the three 
larger users, namely, the Santa Fe, the Rock Island, and the 
Missouri Pacific, would have paid $837,921.12 more than they 
did pay. That is to say, alleges the petition, they received 
services and benefits in that amount for which they made 
no payment. 


The Commission dismissed the complaint of the Kansas 
City Southern on a finding that the “evidentiary facts pleaded 
and of record do not, as alleged, disclose a cause of action 
which we have jurisdiction to entertain.” 

Litigation with regard to the rent to be paid for the 
use of the facilities of the terminal company has once reached 
the Supreme Court of the United States and is reported in 
U. S. ex rel. C. G. W. et al. vs. I. C. C., 294 W. S. 499. 
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Proposed Reports in I. C. C. Cases 





WATER COMPETITIVE SLAG RATES 


‘}XAMINER CLAUDE A. RICE, in a proposed report in fourth 
section application No. 16138, slag, gravel, and crushed 
stone to south Atlantic ports, and No. 16192, has recommended 
that the Commission permit railroads to establish and maintain 
experimental water competitive rates on slag, gravel, and 
crushed stone, from points in Alabama, Georgia and South Caro- 
lina to the ports of Charleston, S. C., Savannah, Ga., and 
Jacksonville, Fla., without observing the long-and-short-haul 
part of section 4. The railroads at present have temporary 
authority and are maintaining reduced rates to the ports so as 
to place these construction materials at the ports from interior 
southern points in competition with materials brought by water 
from Chesapeake Bay, Delaware River and Hudson River 
points. 

The present temporary rates, continuance of which the 
examiner recommends, are from 25 to 30 cents a net ton under 
rates made in accordance with the Commission’s decision on 
Chert, Clay, Sand and Gravel, 122 I. C. C. 133. The rates 
prescribed or approved in that proceeding, according to the 
examiner, were applied by the railroads throughout other parts 
of southern territory. The carriers, in this application, asked 
that they be permitted to disregard the equidistant provision 
of section 4 for the reason that if that clause were applied it 
would be necessary either to restrict materially routes over 
which the traffic was handled or to make reductions at various 
intermediate destinations where water competition was not 
felt. It was claimed that reductions at such intermediate des- 
tinations would invite complaints from receivers located at 
other interior points, and tend to break down the general 
adjustment of rates within this territory established after the 
decision in the case mentioned. 

In general, the examiner said, it appeared that the mini- 
mum earnings which would accrue to the railroads from 
rates and routes which they proposed would either be as great 
or would closely approach the minimum earnings yielded by 
rates on these commodities which had been applied for several 
years over circuitous routes under authority granted by fourth 
section order No. 9516. That order pertained to rates pre- 
scribed in the case before mentioned. 

To illustrate what was desired the examiner quoted a 
present reduced rate of 170 Gents on slag from Birmingham, 
Ala., to Jacksonville, Fla. The so-called normal rate, the ex- 
aminer said, had been 200 cents. The earnings via an indirect 
route under the 170 cent rate, the examiner said, averaged 
3.3 mills a ton mile, and on the basis of 52.62 tons a carload 
r earnings amounted to $89.45 a car and 17.2 cents a car- 
mile. 


The examiner recommended grant of the relief from the’ 


points of origin mentioned and from points intermediate there- 
to for the lowest rates that might be constructed over any line 
or route on the basis set forth in the application and to main- 
tain higher rates to intermediate points subject to the lowest 
combination and 50 and 70 per cent circuity limitations. 


PROPOSED REPORTS 


Crude Petroleum 


No. 26871, Independent Refining Co. et al. vs. C. B. & Q. 
et al. By Examiner Paul A. Colvin. Dismissal proposed. Rates 
applicable, crude petroleum oil, Mantua and Cody, Wyo., to 
Laurel and Great Falls, Mont., proposed to be found not un- 
reasonable or unduly prejudicial, or -to result in violation of 
section 13 of the interstate commerce act. The allegation was 
that the rates charged on 244 tank carloads, crude petroleum, 
shipped between May 24 and August 4, 1933, were in violation 
of sections 1, 3 and 13 in comparison with the low levels of 
rates on crude oil applicable intrastate within Montana and 
Wyoming, and that the Montana and Wyoming intrastate rates 
were unduly preferential. 


Oats 


No. 26896, Globe Grain & Milling Co. vs. San Diego & 
Arizona Eastern et al. By Examiner Carl A. Schlager. Dis- 
missal proposed, as to shipment, oats, moving from Coleman 
and Ponder, Tex., to Waco, Tex., there transited, and shipped 
to San Diego, Calif., it is proposed to be found that under 
the routes of movement the tariffs did not provide for transit 


at Waco; that the movements to Waco were intrastate; that 
the rate charged from Waco, 62 cents, was applicable and that 
the applicable rate was not unreasonable. Proposed to be 
found that shipment from Waco was not misrouted. An 
action at law for recovery of charges in respect to this trans- 
portation service, the examiner said, was filed by the railroads 
against complainant on December 5, 1934, and was pending 
when the formal complaint was filed. The examiner said that 
as the shipment did not move over a route specified it followed 
that a 62-cent through rate claimed to have been applicable 
was not applicable and the shipment was entitled to no transit 
rights at Waco. 
Rags 

No. 27036, A. D. Radinsky vs. Butte, Anaconda & Pacific 
et al. By Examiner C. W. Griffin. Rates, rags, imposed on 
shipments from Denver, Colo., to Minneapolis, Minn., St. Louis, 
Mo., and Chicago, Ill, in the two-year period prior to the 
date of filing of the complaint, June 13, 1935, proposed to be 
found to have been unreasonable to the extent they exceeded 
20 per cent of first class rates; and from points in Montana to 
Denver to the extent they exceeded or may exceed 20 per cent 
of first class rates contemporaneously in effect, minimum 30,000 
pounds, subject to Rule 34; proposed to be found that the rates 
charged, rags from Denver to Los Angeles were not unreason- 
able but that the rate charged on the less-than-carload ship- 
ment of machinery wiping rags was unreasonable to the extent 
it exceeded $1.13 a 100 pounds. The examiner recommends 
that in the future charges on less than carload shipments of 
machinery wiping rags included with carload shipments of rags 
should be based on the carload rate maintained on macninery 
wiping rags. New rates and reparation proposed. 


COMMISSION ORDERS 

No. 26793, Carolina Veneer Co., Inc., vs. C. C. & O. et al. Order 
of December 20, 1935, as subsequently modified, further modified to 
become effective on July 27 on not less than 30 days’ notice instead 
of June 27 so far as it concerns the establishment of rates for the 
future from Cranberry, N. C., to High Point and Greensboro, N. C. 

No. 26954, South Dakota Independent Oil Men’s Association et al. 
vs. A. & S. et al. H. N. Greis as trustee for Deep Rock Oil Corpora- 
tion permitted to intervene. 

Finance No. 11208, application of St. Louis-San Francisco and J. 
M. Kurn and John G. Lonsdale, trustees, St. Louis-San Francisco, 
debtor, for certificate permitting abandonment of a line of railroad 
in Jefferson County, Ala. Application dismissed at the request of ap- 
plicants. 

Finance No. 10714, Alabama, Tennessee & Narthern reorganiza- 
tion. Railroad Credit Corporation permitted to intervene. 

No. 27385, Standard Oil Co. of Loulsiana vs. Abilene & Southern 
et al. The Texas Co. and the Shell Petroleum Corporation permitted 
to intervene. 

No. 27346, Fay & Scott vs. Maine Central et al. Deposition of 
Walter M. Burrill of April 30, 1936, supressed. 

No. 26880, National Tile Co. et al. vs. B. & O. et al. Petition of 
complainant for rehearing, argument or reeconsideration, denied. 

No. 27337, Texas Indystrial Traffic League et al. vs. Abilene & 
Southern et al. Motion of defendant, Colorado & Southern to dismiss 
it as a party defendant on the ground that it does not participate 
in the rates complained of overruled, without prejudice to renewal 
at the hearing. 

No. 26836, Chilean Nitrate Sales Corporation vs. Kansas City South- 
ern et al. Petition of defendants for reopening and consideration by 
the entire Commission, denied. . 

No. 26833, C. H. Masland & Sons, Inc., vs. Reading et al. Petition 
of complaint for reconsideration, denied. 

Finance No. 10813, Loulsiana & North West Railroad Co. re- 
organization. Amos L. Beaty, F. J. Lisman and Louls R. Myers, 
representing certain holders of Loulsiana & North West first mortgage 
5 per cent gold bonds, due April 1, 1935, permitted to intervene. 

Ex Parte No. 104, part 2, Acme Steel Co. terminal allowance. 
Effective date of the order attached to the fifty-second supplemental 
report, by its terms made effective June 15, postponed to October 15. 

Railway Labor Act No. 5, New York, Westchester & Boston Rall- 
way Co. Application by Clinton L. Bardo, trustee of the New York, 
Westchester & Boston for further hearing and further consideration 
granted. Proceeding ordered reopened for further hearing at such 
time and place as may hereafter be designated. 

No. 8819, West Coast Lumbermen’s Association et al. vs. Boston 
& Albany, director general, as agent, et al. Petition of Hoquiam Sash 
& Door Co., and Shafer Brothers Lumber & Shingle Co. for further 
hearing solely for the purpose of determining the amounts of repara- 
tion, if any, due to petitioners, their assignors or assignees, denied. 

No. 26270, Armour & Co. vs. Illinois Central et al. Petition of 
complainant for further consideration and oral argument, denied. 

No. 26683, Anchor Storage Co. et al. vs. Alton et al. Petition of 
complainants for reconsideration, denied. 
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No. 26743, John Birkenheuer et al. vs. Artemus-Jellico et al. 
Petition of defendants, other than the Cincinnati & Lake Erie, for 
reargument before and reconsideration by the entire Commission, 
denied. 


No. 26921, Bucyrus-Erie Co. vs. Delaware & Hudson et al. Peti- 
tion of complanant for reconsideration, denied. 


No. 27077, Edward Franzell vs. Louisville & Nashville et al. Peti- 
tion of complainant for reconsideration, denied. 

No. 26599, Standard Oil Co. (incorporated in Kentucky) et al. vs. 
A. G. S. et al.; No. 26635, Texas Co. vs. C. & G. et al.; No. 26643, 
Mexican Petroleum Corporation et al. vs. A. G. S. et al.; No. 26668, 
Gulf Refining Co. vs. C. & G. et al.; No. 26684, Sinclair Refining Co. 
vs. A. G. S. et al.; and No. 26773, Lion Oil Refining Co. et al. vs. A. 
G. S. et al. Petition of Louisiana Oil Refining Corporation and Louisi- 
ana Oil Corporation, interveners in Nos. 26599 and 26643, for division 
2 or the Commission to reopen these proceedings with respect to the 
reasonableness of the rates in the past from Shreveport to destina- 
tions in Mississippi, denied. 


No. 26062, Traffic Bureau, Lynchburg Chamber of Commerce, for 
Burruss Land & Lumber Co. vs. N. & W. et al.; No. 26613, R. S. 
McCall vs. Southern et al.; No. 26614, Johnson & Wimsatt, Inc., vs. 
N. & W. et al.; No. 26655, Brunswick Lumber Co., Inc., vs. Virginian 
et al.; No. 26674, Burruss Land & Lumber Co. et al. vs. Southern 
et al.; No. 26751, Edmonds Lumber Co., Inc., vs. Southern et al.; and 
No. 26841, Roper Brothers Lumber Co., Inc., et al. vs. A. C. L. et al. 
Petition of defendants for rehearing and reconsideration, denied. 

No. 20572, Celotex Co. vs. A. C. & Y. et al.; No. 17544, Same vs. 
Same; and |. and S. No. 3138, chipboard, fibreboard, and pulpboard 
from Gulf ports to eastern points. Petition of complainant for further 
consideration, oral argument, specific findings, and order of repara- 
tion, denied. 


No. 13535 et al., consolidated southwestern cases and supplemental 
fourth section order No. 9500. Effective date of fourth section order 
No. 9500 heretofore entered in these proceedings and as since amended, 
so far as it pertains to rates on paper and paper articles inbound to 
the southwest and to Texas and Oklahoma differential territories, 
postponed from June 22 to October 22. 

No. 27322, switching charges of Wabash Railway Co. The Wabash 
Railway Co. receivers having canceled a switching charge of $12 a 
car between forwarding companies located on its tracks on the one 
hand, and its track connections with other railroads in the St. Louis, 
Mo., switching district, and restored the former charge of $8 the 
Commission has discontinued this proceeding. . 

1. and S. No. 3664, combination rule on plaster. Respondents hav- 
ing filed tariffs effective May 31 canceling schedules under suspension 
proceeding ordered discontinued. 

1. and S. No. 4190, classification ratings on skelp in the west. 
Respondents having filed tariffs effective June 15, canceling schedules 
under suspension order of March 31 vacated and set aside and pro- 
ceeding ordered discontinued. 

1. and S. No. 4192, proportional grain rates Sioux City, Ia., to Okla. 
Respondents having filed a tariff effective May 8, canceling the sched- 
ules under suspension, order of April 4 vacated and set aside and 
proceeding discontinued. 

No. 27349, Edwards & Browne Coal Co. et al. vs. A. T. & S. F. 
et al. At the request of complainants complaint dismissed. 

No. 27079, Lyman-Richey Sand & Gravel Co. vs. C. & N. W. et al. 
Complaint having been satisfied complaint dismissed. 

No. 27140, Mirific Products Co. vs. Illinois Central et al. Com- 
plaint in this proceeding having been satisfied complaint dismissed. 

No. 27164, Greif Bros. Cooperage Corporation vs. T. & P. et al. 
Complaint in this proceeding having satisfied complaint dismissed. 

No. 27244, National Electric Products Corporation vs. A. T. & S. 
F. et al. Complaint dismissed for want of prosecution. 

No. 24145, Wishnatzki & Nathel vs. Railway Express Agency, Inc., 
et al., and No. 24671, Caruso, Rinella, Battaglis Co., Inc., vs. Same. 
Petition for reopening, reargument, reconsideration, and modification 
of the findings and orders filed by complainants and interveners, de- 
nied. 


No. 26891, Frank Foundries Corporation et al. vs. C. B. & Q. et al.’ 


Complaint having been satisfied complaint dismissed. 

No. 27241, B. E. Boothe & Co. et al. vs. A. T. & S. F. et al. At the 
request of complainants complaint dismissed. 

No. 27377, Delaware, Lackawanna & Western Coal Co. vs. B. & 
O. et al. Eastern Bituminous Coal Association permitted to intervene. 

1. and S. No. 4013, vegetable oils to, from and within southwest; 
1. and S. No. 4039, vegetables oils between points in the United States; 
1. and S. No. 4040, transit on vegetable oils in the south; |. and S. 
No. 4095, vegetable oils to, from and within southwest; and No. 14150, 
Corporation Commission of Oklahoma vs. A. & S. et al. Southern Cot- 
ton Oil Co. permitted to intervene. 





PETITIONS FOR REHEARING, ETC. 


1. and S. No. 4039, vegetable oils between points in the United 
States, and related cases. Blanton Co. asks for rehearing so that the 
issues may be properly considered. 

No. 27014, A. Bronstein et al. vs. B. & O. et al. Complainants 
ask for rehearing, reargument and reconsideration for the purpose 
of formally rectifying the carriers’ infringements or doing justice to 
the consuming public of the Philadelphia rate district and defining 
the proper rate. 

No. 19169 and Sub No. 1, California-Arizona Ginners & Crushers 
Association et al. vs. Apache Railway et al., and No. 17000, part 8, 
cottonseed, its products and related articles. Complainants, in a sec- 
ond petition, ask for modification of the rates prescribed on vege- 
table oils from origins in west Texas and New Mexico to California, 
Oregon and Washington. 
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No. 13535, consolidated southwestern cases. Southwestern carriers 
ask for postponement of the effective date of the Commission’s orders 
heretofore entered on November 22, 1934, as amended by orders entered 
December 2, 1935, pertaining to all-rail rates, and December 3, 1935, 
pertaining to ocean-rail rates, and as further amended by order en- 
tered April 18, 1936, from August 8, 1936, until such time as the Com- 
mission enters permanent fourth section orders which will permit the 
mandatory rate orders to become permanently effective. 

No. 26965, Farmers National Grain Corporation et al. vs. A. G. S. 
et al. Complainants ask for further hearing and for consolidation 
with I. and S. No. 4208, grain to, from and between southern territory. 

No. 17000, part 7, grain and grain products within western district 
and for export. C. B. & Q., C. & S., G. W., and U. P. ask for modi- 
fication of opinion and order on further hearing as to rates on whole 
corn from central and western Nebraska points on the C. B. & Q. 
and U. P., also western Kansas points on the C. B. & Q. to northern 
Colorado stations and eastern Wyoming points. 

No. 17000, part 7, grain and grain products within western dis- 
trict and for export. Acme-Evans Co., Indianapolis, Ind., asks for 
rehearing and reconsideration and for postponement of the effective 
date of the order entered March 4. 

No. 17000, part 7, grain and grain products within western dis- 
trict and for export. Indianapolis Board of Trade asks for rehearing 
and reconsideration of a part of the last order dated March 4. 

1. and S. 4208, grain to, from and between southern territory. 
Charles D. Jones Co., Nashville, Tenn., Southeastern Millers Associa- 
tion and others ask the Commission to vacate and set aside its order 
of May 28 suspending the rates on grain and grain products applicable 
to, from, and between points in southern territory contained in the 
various tariffs and supplemens enumerated in the order. 

No. 26992, emergency freight charges within Georgia. Atlanta, 
Birmingham & Coast, Atlantic Coast Line, Georgia Southern & Florida, 
Georgia & Florida and Georgia Northern ask that the order entered 
January 29 be modified so as to permit the establishment of reduced 
truck competitive rates on fresh meats and packing house products, 
without the addition of an emergency charge from Tifton and Moul- 
trie, Ga., to Atlanta and Augusta, Ga. 

No. 26992, emergency freight charges within Georgia. Respond- 
ents ask that order entered January 29 be modified to the extent of 
excepting from the provisions thereof the intrastate transportation 
of gasoline and kerosene in tank carloads, loaded to shell capacity, 
from Brunswick, Savannah and Port Wentworth, Ga., to interior points 
within Georgia for distances up to and including 380 miles. 

No. 26813, Denver Fire Clay Co. vs. A. T. & S. F. et al. Com- 
plainant asks for reopening, rehearing, and/or reconsideration, so 
far as an item including a rate of 60 cents, minimum 80,000 pounds, 
on fire brick and other articles listed is concerned. 

Docket No. 17000, part 7, rate structure investigation, grain and 
grain products within the western district and for export. Southern 
Kansas Millers Club asks the Commission to vacate and set aside 
its order of March 4 so far as it affects the rates from Oklahoma origins 
and from Wichita Falls and Vernon, Tex., to Memphis, Tenn. 

Docket No. 17000, part 7, rate structure investigation, grain and 
grain products within the western district and for export. Western 
lines ask for postponement of effective date of the amended order, 
entered on March 4, from July 1 to September 1. 

Ex Parte No. 104, part 2, Acme Steel Co. terminal allowaice. 
Acme Steel Co. asks for rehearing, vacating and setting aside of 
its fifty-second supplemental report and order issued April 28 per- 
taining to the service rendered by the Acme Steel Co. 

No. 26224, The Lane Co. vs. Virginia Railway Co. Complainant 
asks for reopening and reconsideration with respect to the rate on 
coal from mines on the Virginian to Alta Vista, Va. 

No. 23790, James Gallagher et al. vs. Pennsylvania, and two sub- 
numbers thereunder, Walter A. Bailey et al. vs. B. & O., and Rex & 
Co. et al. vs. Reading. Complainants ask that the Commision recon- 
sider its action in dismissing, without hearing, the complaints in these 
proceedings and to grant a hearing. 

No. 20968, James Gallagher et al. vs. Pennsylvania and two sub- 
numbers thereunder, Walter A. Bailey et al. vs. B. & O., and Rex & 
Co. et al. vs. Reading. Complainants ask for reconsideration of their 
petition heretofore filed on or about February 24, 1930, and grant a 
further hearing to enable them to prove the amounts of their repara- 
tion. 

No. 13535 et al., consolidated southwestern cases. All defendants 
in these proceedings ask for a further postponement of the effective 
date of the twenty-first, twenty-second and twenty-third supplemental 
reports. 

1. and S. No. 4208, grain to, from and between southern territory. 
Southern lines ask for reconsideration by the entire Commision and 
for vacation of order of May 28 and that the tariffs be permitted to 
become effective without further delay. 

No. 17000, part 7, grain and grain products within the western 
district and for export. Cincinnati Board of Tra: >, Inc., and Early 
& Daniel Co., Cincinnati, O., ask for rehearing and reconsideration 
and for postponement of the effective date of order entered March 4. 

No. 26730, City of Sheboygan, Wis., vs. C. & N. W. et al., and a 
sub-number thereunder, Sheboygan Asociation of Commerce vs. Same. 
Complainants ask for an order requiring the establishment of a lawful 
interchange switching rate between industries on the C. & N. W. and 
its interchange connection with the Wisconsin Power & Light Co. at 
Sheboygan, Wis. 


CHANGES IN DOCKET 


Hearing in No. 27355, assigned for June 13, at Wisconsin Rapids, 
Wis., before Examiner Rice, was postponed to a date to be hereafter 
fixed. 

Hearing in I. & S. M-1, assigned for June 10, Kansas Cliy, Mo., 
Chamber of Commerce, before Examiner Coyle, was canceled. 
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June 13, 1936 





Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas. Austin.) Stipulation on 
reverse side of money order telegram form, that telegraph 
company should not be liable for any default beyond its own 
lines when company has no office at destination authorized to 
pay money held reasonable and binding on sender, although 
sender did not read or know of stipulation. (Western Union 
Telegraph Co. vs. Speed, 93 S. W. Rep. (2d) 580.) 

Sender and addressee were both bound by stipulation on 
back of money order telegram form, in absence of fraud or 
concealment, regardless of who actually wrote message.—lIbid. 

Sender could not recover damages for failure to deliver 
message embodied in money order written on telegram form 
on theory of negligence in delivery, where form contained 
stipulation against liability for any default beyond defendant 
company’s own line when company had no office at destina- 
tion authorized to pay money, office at point of destination was 
not authorized to pay money, and message and money were 
delivered to bank with reasonable promptitude.—Ibid. 

Evidence that defendant telegraph company informed 
sender of undelivered message that embodying message in 
money order was as satisfactory as sending separate message, 
and failed to inform sender that message would be so handled 
as to be subject to indefinite delay, presented case of liability 
for breach of duty to furnish information, although nondelivery 
was not caused by telegraph company’s negligence.—Ibid. 

Where judgment for plaintiff could not be supported on 
theory on which case was submitted to jury, but evidence pre- 
sented case of liability on another theory, proper procedure was 
to remand cause for further trial.—Ibid. 


TARIFF SIMPLIFICATION 


The Southern Freight Rate Association has succeeded, in 
the effort to bring about tariff simplification, in reducing the 
southern class rate publications from what might be considered 
dropsical to sylphlike proportions. Southern class rate tariffs 
that have just become effective consist of about 2,800 pages. 
That may seem a great number of pages but they are almost 
nothing in comparison with 10,059 pages of which their prede- 
cessors consist. 

Facts concerning this accomplishment are being circulated 
by the National Tariff Simplification Committee of the Asso- 
ciation of American Railroads, of which J. G. Kerr is chair- 
man and P. H. Taylor is secretary. The committee does not 
claim the credit, but gives it to J. E. Tilford, chairman of 
the Southern Association, and Roy Pope, the tariff publishing 
agent. This deflation of the southern class rate tariffs is due 
to new rate groupings, the elimination of about one-half the 
alternating sections, and indexes. Inasmuch as the scheme is 
to have a volume showing the rates within each of the southern 
states and the rates from that state to all other southern states 
an index is unnecessary because all the stations in a state or 
group are grouped alphabetically. 

These tariffs incorporate new rate groupings, reduced from 
2,450 to 1,075 in number, which are the same regardless of 
direction of the traffic, and represent the selection of the cen- 
trally located stations, whether junctions or local stations, as 
base points, and the grouping therewith of stations on either 
side within a distance of approximately 20 miles of the base 
point. 

All stations are published in a separate but concise “rate 
basis” tariff with reference to the rate basis (station name) 
applicable but the tariffs themselves show as head-line points 
the stations from or to which the great bulk of the traffic moves. 

Distance scale or point-to-point rates as such are discon- 
tinued. All points within a single group take the same rate, 
based on the 10-mile scale. From one group to another group 
« rates are based on the distance between the pivotal or base 
points. 

A typical tariff (from Georgia) shows the following major 
features of simplification: The new tariff contains only 284 
pages. Total number of pages in the old tariff 1,270; total 
number of pages of effective es soa ge 614, representing an 
aggregate of 1,904 pages. (Supplement 127 alone contains 249 
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pages or only 35 pages fewer than the total pages in the new 
tariff.) 

The old tariff contains six alternating sections. The new 
tariff contains only three alternating sections. In the new tariff 
all rate basis numbers are shown at the same place, opposite 
each destination; rate basis numbers with the “O” prefix repre- 
senting minimum charges, rates for which are shown in section 
3. A non-application rule is provided to cover commodities as to 
which it is known that the minimum charge provisions will not 
come into play. The new tariff shows the first twelve classes 
separate from the percentage columns, each fourth column 
separated by a heavy line, similar to the column rule lines in a 
newspaper. 

The old tariff showed origin points by page groups and 
destinations thereunder to each state completely. The new 
tariff shows the origins by page groups and destinations there- 
under in all the states. Generally speaking rates are checked 
from one origin to a number of destinations, rather than from 
a number of origins to one.destination. The new plan, there- 
fore, makes for a greater utility. Assuming that a shipper at 
Atlanta desires to check rates to Birmingham, Ala.; Jackson- 
ville, Fla.; Macon, Ga., and Meridian, Miss. In the old tariff 
the rate basis numbers from Atlanta to Birmingham are found 
on page 29, Jacksonville page 160, Macon page 201 and Meridian 
page 572. Atlanta as an origin is shown as the second head 
line point on page 572, its sequence varying from sixth to eighth 
place on the other pages mentioned. In the new tariff, rate 
basis numbers from Atlanta are readily found, viz.: Birming- 
ham page 29, Jacksonville page 32, Macon page 34 and Meridian 
page 39, Atlanta appearing as the eighth head line origin on 
each of the pages named. This improvement can best be 
appreciated by actually checking the rates in the old tariff 
and in the new tariff to the four destinations mentioned. This 
new arrangement will also greatly facilitate and reduce the 
volume in making supplemental changes in rate basis numbers. 

Commodity tariffs incorporating the same new grouping 
principles have been either issued, are now being prepared, 
or are proposed to be issued in connection with the following: 


Tariff 214-A, I. C. C. 58 (32 pages), issued March 9, 1936, effective 
April 23, 1936, applying on road building material consisting of slag, 
chert, sand, gravel and other road aggregates, treated with oll, tar, 
lime, and/or asphalt, C. L., from southern producing points to destina- 
tions in southern states. This tariff is a reissue of Tariff 214 which 
contained 64 pages. 

Tariff 261-D, I. C. C. 37 (69 pages), issued January 16, 1936, 
effective February 29, 1936, containing C. L. and L. C. L. truck com- 
petitive rates on lard, lard substitutes, lard compounds, and cooking 
oils from producing points in southern states to destinations in south- 
ern states, intrastate and interstate. This tariff is a reissue of Tariff 
261-C, I. C. C. 1925, which contained 120 pages. 

New southeastern grain tariff 94-K, I. C. C. 51, effective June 1, 
1936. Will carry the revised rates on grain and grain products from 
Ohio and Ohio River crossings, etc., to the southeast and Carolinas 
and contains approximately 250 pages. It cancels tariff 94-J, I. C. C. 
1449, containing 463 pages. 

Southern peanut tariff 290, I. C. C. 13. In addition to the reduc- 
tion in pages that will result from the use of the regrouping which 
will represent a saving of about 32 pages or approximately 60 per cent, 
the new tariff will represent a consolidation which will bring under 
one cover all of the rates on peanuts within Southern Territory. At 
the present time these rates are scattered in various tariffs. 


_ Proposals are pending similarly to revise commodity rates 
which, if adopted, vous result in the following: Iron and steel 
rates, reduction in tariff pages of approximately 95 and sa 
equal to 47 per cent of present printing cost. Bituminous roc 
rates, reduction of about 11 pages and saving of 26 per cent 
in present printing cost. Asphaltic sandstone rates, reduction 


of _— 4 pages and saving of 15 per cent in present printing 
cost. 


ROAD OIL RATE PROTESTS 
The Traffic World Washington Bureau 


What looks like the beginning of a far flung fight about 
rates on petroleum asphalt and road oil has been begun before 
the Commission’s board of suspension by the Minnesota com- 
mission, the Texas Company, and the Minneapolis Traffic Asso- 
ciation. Others, such as the Standard Oil Company of Indiana 
and Shell Petroleum Corporation, are e ed to become 
parties to a controversy between refiners of petroleum in the 
Indiana and Illinois field, on the one hand, and refiners in the 
midcontinent, on the other. 

The three organizations mentioned have asked the Com- 
mission to suspend Kipp, Peel, Sperry and Powell agency tariffs 
and the tariffs of a large number of individual carriers carry- 
ing rates on the commodities mentioned alleged to be in con- 
formity with the Commission’s decision in No. 25413, Skelly Oil 
Co. vs. Abilene & Southern et al., 214 I. C. C. 309. Refiners 
in the midcontinent field are expected to defend the adjustment 
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proposed by the railroads. It was proposed by the railroads 
in obedience to an order to remove undue prejudice. 

Under the proposed tariffs a present rate of 15.5 cents a 
100 pounds on asphalt and road oil would be increased to 23.5 
cents from Lockport, Ill., and Whiting, Ind., to Minneapolis, 
Minn. The Minneapolis Traffic Association and users of asphalt 
in the manufacture of asphalt roofing, building paper, asphalt 
shingles and asphalt roofing compounds protest against the in- 
crease in the rate on the ground that it would increase their 
cost of manufacture so as to place them at a serious dis- 
advantage with competitors. 

The Minnesota commission objected to the increases and 
asked for suspension of the tariffs on the ground that it would 
increase by approximately $1.50 a ton, the cost of materials 
used by it in constructing highways and would seriously affect 
briquetting plants at the head of the Great Lakes. It ex- 
pressed the opinion that the only beneficiary of this increase 
would be the Skelly Oil Co., while the sufferers from the in- 
crease would be the state of Minnesota, industries engaged in 
the making of roofing materials, and the briquetting of coal. 

In a dissent in the Skelly case Commissioner Meyer said 
in his opinion the present rates from Illinois and Indiana, bear- 
ing no relation to the refined oil rates, should not be disturbed. 
He said that obvious maladjustment in the southwestern rates 
on road oil and asphalt should be corrected by findings under 
section 1. 

The Texas Company, in giving notice that it would file a 
formal request for suspension expressed the opinion that the 
railroads in filing the tariffs in question went far afield. 


CAST IRON PIPE RATE PROTESTS 


Central Freight Association territory railroads, manufac- 
turers and receivers of cast iron pipe and civic organizations 
have asked the Commission to suspend Pope’s iron pipe tariff 
I. C. C. 81, dated to be effective June 20, naming reduced 
rates on the commodity mentioned to points in Iowa, Minne- 
sota, Missouri and Wisconsin. It is alleged by the central terri- 
tory railroads that the rates are unduly low actually and rela- 
tively and do not meet the requirements of sections 1, 3 and 15. 
The protest defines spots in the western trunk line territory 
rates to which are not protested. 

The central freight association lines, in support of their 
petition for suspension, assert that the rates in question have 
been in controversy for many years. The petition asserts that 
it does not seek suspension of rates to zones 2 and 3 of western 
trunk line territory which were published as required by the 
Commission’s order in No. 26537, Alabama Iron & Steel Ship- 
pers’ Conference vs. A. T. & S. F. et al., one of the many cases 
in which a question of rates on pipe was under consideration. 

Requests for suspension also have been made by Clay & 
Bailey Manufacturing Co., Morgan Foundry Co., Leeds Material 
Co., and Atchison, Kan., Specialty Co., all of which, except 
the last mentioned, are located at Kansas City; the Lincoln, 
Neb., Chamber of Commerce and the City Council of Lincoln; 
Sioux City Traffic Bureau; Minneapolis Traffic Association; 
receivers of cast iron pipe at Sioux Falls, S. D.; and Omaha 
Chamber of Commerce Transportation Department. 

In defending the Pope tariff the Southern Freight Asso- 
ciation, speaking for southern lines, said the rates published 
were those prescribed to points in zones 2 and 3 were those 
prescribed in the Alabama Iron & Steel Shippers’ Conference 
case and were on the basis of 120 per cent of the scale pre- 
scribed in Krupp Foundry Co. vs. Southern, 156 I. C. C. 415. 
To points in zone 1, the southern railroads said the rates were 
on the basis of 110 per cent of the Krupp scale, which, accord- 
ing to the association, the Commission indicated reflected ap- 
proximately the same level as the present rates. The south- 
ern carriers said they respectfully submitted that the pro- 
testants against the tariffs had had an opportunity to appear 
and present evidence in the Alabama Iron & Steel Shippers’ 
Conference case. 


VEGETABLES TO THE EAST 


Hearings on two fourth section applications involving the 
rates from western producing territories to Western Trunk 
Line and eastern destinations were held before Examiner 
Hagarty in Chicago, June 11. The applications were Nos. 14557 
and 15498. The first involved the rates on potatoes and other 
vegetables to Central Freight Association, Official and New 
England territories and Kentucky, the second the rates to 
destinations in Western Trunk Line Territory. 

Railroad witnesses explained that the departures requested 
were necessary to continue the application of a widespread 
scale of rates now in effect under temporary fourth section 
orders. The scale, they said, was fixed generally at 27% 
per cent of first class on potatoes and 30 per cent of first 
class on cabbages, onions, and turnips in compliance with a 








number of Commission decisions. Routing formulas and origin 
and destination groupings contained in the decision in the west- 
ern class rates case, Docket 17000, part 2, it was pointed out, 
brought about numerous fourth section departures and neces- 
sitated the relief sought. Witnesses agreed that, should the 
Commission grant the application for general relief with 
reference to western class rates, hearings on applications for 
which were held in April (see Traffic World, April 18, p. 727), 
much of the necessity for the relief sought in the present ap- 
plications would disappear. It was pointed out, however, that 
any permissions granted under the class rate applications would 
apply only on rates related to the class rates by definite per- 
centage. Many of the potato and vegetable rates, it was 
testified, were based on specific differentials over and under 
the rates from such key points as Cambridge, Minn., and Greely, 
Colo., and, as to such rates, relief granted under the class rate 
applications would not apply. 

The request was made for relief free from circuity limita- 
tions. Exhibits entered at the hearing showed that such cir- 
cuity would be more than 50 per cent in some cases. The ex- 
aminer also was curious as to whether or not the rates the 
railroads wanted to make permanent under fourth section per- 
missions were compensatory. There seemed to be no one 
among the witnesses willing to class the traffic involved as 
“added traffic,” in the meaning of that phrase as used by the 
Commission. It was stated, however, that the lower rates were 
necessary to hold the traffic, and while the earnings from 
them were not shown to be equal to the average earnings of 
alf traffic, it was claimed that, to the extent that such earnings 
exceeded 50 per cent of the average, the traffic might be con- 
sidered profitable. 

In response to another question by the examiner as to why 
the applications and their supporting testimony were in general 
terms instead of specific as to the rates and traffic involved, 
the reply was that it would take several years to consider 
every individual rate involved and the actual and potential 
traffic that moved or might move under it. 

No opposing testimony was entered. C. A. Ross, rate 
expert, Nebraska commission, cross-examined a number of rail- 
road witnesses briefly. His chief concern seemed to be the 
preservation of the present spread in favor of Nebraska over 
territory farther west on potatoes and vegetables moving into 
the eastern consuming territories. 


DEPRECIATION CHARGES 

The Commission, by division 4, in a report in No. 19450, 
depreciation charges of express companies, has _ prescribed 
depreciation accounting to become effective January 1, 1937. 
It said the same fundamental principles which were decided to 
be controlling in Telephone and Railroad Depreciation Charges, 
118 I. C. C. 295 and 177 I. C. C. 351, were controlling here. 

The proceeding was instituted on the Commission’s own 
motion under the provisions of section 20 (5) of the interstate 
commerce act which requires the Commission to prescribe 
for carriers subject to the act the classes of property for which 
depreciation charges may properly be includéd under operating 
expenses, and the percentages of depreciation which shall be 
charged with respect to each of such classes of property. 


SUSPENDED TARIFFS 


In I. and S. No. 4211, the Commission has suspended from 
June 7 until January 7 schedules in supplement No. 12 to 
Louisville & Nashville I. C. C. No. A-16265. The suspended 
schedules propose to cancel joint through rates and routing 
applying on coal from mines served by the Louisville and Nash- 
ville Railroad Company, and its subsidiaries, to destinations in 
central territory, moving via Louisville, Ky., and Cincinnati, 
Ohio, in which the Pennsylvania Railroad Company participates 
as an intermediate line-haul carrier. 


1. C. C. RULES OF PRACTICE 


The Commission has issued a new edition of its Rules of 
Practice, revised to April 1. The incorporetion of revisions 
made in 1932 and 1934, in one volume, was the chief reason 
for the issuance of the new volume. The language has been 
revised in a number of the rules with a view to making it 
accomplish the ends sought in the promulgation of rules. Re- 
vision of Rule XIX-A, particularly relating to the preparation 
of papers and procedure in finance cases under section 77 of 
the bankruptcy, shows the most changes. 


CONSOLIDATED CLASSIFICATION DOCKET 


In the Traffic Bulletin of June 13 is published Docket No. 
66, of the Consolidated Classification Committee, for hearings 
of the Official, Southern, and Western Classification commit- 
tees at Atlanta, Ga., July 8; Monmouth Hotel, Spring Lake, 
N. J., July 14; and Union Station, Chicago, July 21. 
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Eastman On Coordination 


Says Idea Will Prevail in One Form or Another— 
Thinks Decision on Coordination Can Not Be Left 
to Rail Executives and Labor Chiefs 


Facing the end of his reign as “Federal Coordinator of 
Transportation,” Joseph B. Eastman, in an address at Boston, 
June 8, at the alumni dinner of the Massachusetts Institute of 
Technology, said that, while he was not disposed to “underesti- 
mate my own importance, the thing of real importance is that 
the idea of coordination shall survive.” 

In the course of his address he discussed the need for 
research in transportation, better railroad service at lower 
prices, the dismissal wage agreement, and the attitude of man- 
agement and of labor toward coordination. 

After making commendatory references to the engineering 
profession, Mr. Eastman said it behooved every form of trans- 
portation to make the best possible use of the many opportuni- 
ties that the engineering profession held out to it. 

“The highway and air transportation industries seem to be 
doing a reasonably good job along these lines, but I am not so 
sure of rail or water transportation,” said he. 

Reference was made by the Coordinator to the joint com- 
mittee on research which he had appointed and to its conclusion 
that a centralized scientific research bureau should be estab- 
I'shed for the railroad industry. 

“The railroad industry,” said he, “is not getting the benefits 
which it should get from mass production. Too much of its 
equipment is custom-made. In many of the materials and sup- 
plies which it uses there is far too great a diversity of types 
and sizes, a diversity which cannot be supported by scientific 
or engineering reason. The individual railroads go their several 
ways and dissipate the strength in research, testing, experi- 
mentation, and development which would be conserved and 
fortified by an adequately equipped central organization, one 
which would serve alike all of the companies, big and little, and 
not only keep pace with, but anticipate, the progress of modern 
science and engineering.” ; 

Nearly two years had gone by since the joint committee 
made its recommendation “but very little progress has as yet 
been made in carrying these conclusions into effect,” said the 
Coordinator, adding: 


The delay is not difficult to understand, because there are those 
both in and out of the railroad world, who fear that a central organiza- 
tion for scientific, engineering, and economic research would affect 
their personal interests adversely. The outcome will depend upon the 
extent to which the leaders in’ the railroad industry have the ability 
to see it as a whole, instead of as.a mere aggregation of parts; have 
the perception to realize how much can be gained by pulling together, 
instead of in a variety of directions, where interests are identical; and 
have the strength of purpose necessary to overcome the inevitable 
opposition. 

I have spoken of this proposed central research agency, because 
it is in a way the offspring, or at least the foster child, of the Massa- 
chusetts Institute of Technology. It is merely an illustration of a gen- 
eral principle which is capable of sound, practical, and beneficial ap- 
plication to our railroads in many different ways. It is, in other words, 
only one of numerous paths to a single goal, and it is that goal which 
after all is the vital thing. Of course the ultimate end is railroad suc- 
cess, in the broadest and best sense of the word. But the way, and the 
only way, to reach that end is through better service at lower 
prices. That is a strong assertion, and it calls for explanation. As I see 
it, there are two main reasons, closely related yet different, why it is true. 


Progress and Employment 


The first of these reasons is a general one, and it applies to the 
entire field of industry. It greatly concerns you who are scientists or 
engineers, because it has much to do with whether your efforts will 
prove to be of service to mankind or of actual disservice. The methods 
and mechanisms which you create greatly magnify the ability of human 
beings to perform work. In one sense they are labor-saving methods 
and mechanisms. The question is whether these creations are to result 
in less or more employment—whether they are to deprive men of liveli- 
hood, or add richly to the opportunities for life, liberty, and the pursuit 
of happiness. 

You will agree, I am sure, that there is no more important ques- 
tion before the world today, and I do not pretend to know the final 
answer to it. I do know that a way must be found of matching the 
tremendously increased capacity for production with a capacity for 
consumption which is increased in equal or greater degree; or, putting 
it in different words, of converting mass production into production 
for the masses. Many men who have studied this problem believe, 
and I agree with them, that the most satisfactory and the surest way 
of doing this is to see to it, if we can, that the economy and efficiency 
which the scientists and the engineers create are translated to the 
limit into terms of better and cheaper products which can be sold for 
prices which will bring them within range of a great popular con- 
sumption. 

The great object lesson is what Henry Ford did with the auto- 
mobile. Certainly, the labor-saving methods and mechanisms which 
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he and his associates created have not deprived men of livelihood but 
have added to the sum total of employment and human happiness. 
There have been other similar object lessons. To the extent, however, 
that there is an attempt to use the creations of the scientists and 
engineers, not as a means of producing and supplying better things at 
lower costs, but as a basis for speculative promotion or intricate, 
pyramided corporate structures or monopolies or other ways of 
diverting and absorbing exorbitant profits, while prices are maintained, 
they will hurt rather than help mankind, and pave the way for the 
downfall of capitalistic society. 


Better Service—Lower Rates 


Even if the railroads were prosperous, which they are not, and 
had the transportation field to themselves, which is also far from 
the fact, I would still say that they ought in the general interest 
and in their own interest to strive continually for better service at 
lower rates. 

This brings me to my second reason, which has particular refer- 
ence to the railroad industry. That industry is faced by a necessity 
for better service at lower prices which is plainly evident regardless 
of any ideas as to general production and consumption which any one 
may hold. As you know, the railroads do not now dominate the 
transportation field to anything like the extent that once was true. 
They are beset by competitors on the water, on the highways, in the 
air, and underneath the ground. This competition has taken away 
a great part of their passenger traffic and important parts of their 
freight traffic. To a very considerable degree it is competition which 
cannot be bought off or driven out, because much of it springs from 
the power which shippers and travelers now have to furnish their 
own transportation without depending on carriers who operate for hire. 

The facts show that this competition has already driven the rail- 
roads a considerable distance in the direction of better service and 
lower rates. The extent to which freight trains have been speeded 
up is indicated by the fact that we now find them with such names 
as the ‘‘Speed Witch’’ and the ‘‘Blue Streak,’’ and locomotives are 
being introduced which can be used interchangeably in freight and 
passenger service. You all know the progress which is being made 
with lightweight, air-conditioned, stream-lined passenger trains hauled 
by new types of motive power. Since 1924, average ton-mile revenues 
have decreased about 11% per cent and average passenger-mile rev- 
enue about 35 per cent. It is equally clear that the forces which have 
been impelling the railroads in the direction of better service and 
lower prices will not abate. There need be no fear that you scientists 
and engineers will go stale and cease your work in improving the other 
forms of transportation. 


Mere slashing of rates to meet competition will not do the trick. 
Many railroad men who were trained in the old school have the idea, 
I think, that by such slashes they can kill off their competitors, as 
they drove the boats off the rivers in the old days, while continuing 
to maintain a high level of rates at non-competitive points and on 
non-competitive traffic, or even to increase that level. They will find 
modern competition far too pervasive, in my judgment, for any such 
treatment. The sound thing to do is not to cut rates regardless of 
costs, but to bring down the level of costs and bid all along the line 
for mass volume of traffic, whether or not competitors are after it. 


The extent to which the country will respond to low-cost, attrac- 
tive, convenient transportation has been demonstrated by what the 
automobile has done. The best estimates are that it has increased the 
travel habit of the American people five-fold. Some of the railroads 
are seeking the protection of the Supreme Court, because a tyrannous 
Interstate Commerce Commission has forced upon them passenger fares 
at 2 cents a mile. I venture to guess that before they are through 
they will be glad that there was a tyrant to do this. The American 
people will respond in the same way to low-cost,. convenient, and 
Any one who doubts that 
has only to figure the extent to which the cost of: transporting raw 
material, fuel, semi-processed materials, and: finished goods enters 
into the prices which we pay for goods. 

And so I say that beyond a doubt the hope for a thriving and 
growing railroad industry ‘In the future, able to furnish increasing 
employment, lies in a persistent reduction of costs which will strengthen 
the hands of the roads so that they can go forward with the work 
of improving their service and lowering their rates. For the past 
three years I have been laboring on this problem in the temporary 
job of Federal Coordinator of Transportation. The position will cease 
to exist on June 16 next, unless it is, extended by new legislation. 
While not disposed to underestimate my own importance, the thing 
of real importance is that the idea of coordination shall survive. 


Defines Coordination 


Let me explain what I mean by ‘‘coordination,’’ as applied to the 
railroads. They furnish a joint and national transportation service, 
but do it through a large number of separate and independent com- 
panies which have certain common interests and also certain conflict- 
ing interests. It is a fact, proven and well known, that the existence 
of these separate companies, as they are now conducted, causes a 
great deal of waste in operation and unnecessary expense. If this 
waste could be eliminated, it would cut costs many millions of dollars 
and be of vital help in the process of rehabilitating the properties 
and equipping them for better service at lower prices. 


There are, roughly, three ways of eliminating this waste, in whole 
or in part. One is to promote cooperation of the companies, so that 
their activities may be coordinated or unified, where their common 
interests may be served without any real sacrifice of their conflicting 
interests. The establishment of a central research agency is one case 
in point. Gradual consolidation of companies, as in the past, might 
attend this process of ‘‘coordination,’’ but it would “be incidental. 
Another way would be to promote or force the consolidation of the 
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companies into a very few great systems. A third way would be 
consolidation into a single system under public or private ownership. 

As the best practical solution under present conditions, I chose 
the first way, which I call ‘‘coordination.’’ The other ways would 
restrict or suppress railroad competition more than the country now 
desires and is willing to accept, and are open to other objections. 
Morover, the numerous independent managements serve a useful pur- 
pose in intensive administration and response to local needs. 


Dismissal Wage Agreement 


The act which created the Federal Coordinator of Transportation 
was intended to accomplish coordination of railroads. It contained 
an obstacle, however, in provisions which protected the employes of 
May, 1933, against loss of employment or reduction of compensation. 
At first, these provisions were a bar to immediate economies. Latterly, 
their enforcement would have operated unevenly and unfairly, pro- 
tecting many men but not others. This obstacle has now been removed 
by an agreement between the managements and the men, effective 
June 18, which will give men displaced by coordination or consolida- 
tion projects 60 per cent of their previous compensation for a consid- 
erable period of time or until they can be given equivalent employment. 

Taken at face value, this agreement was an epoch-making per- 
formance and a product of real industrial statesmanship. While deal- 
ing justly with the men, it gave the railroads an opportunity to realize 
a very considerable part of the economies immediately and the re- 
mainder gradually, but quite rapidly if business improves. It gave 
the men protection against temporary hardships which coordination 
might impose, a protection such as the employes of no other industry 
in this country enjoy, or even the employes of our federal, state, 
and municipal governments. 

It remains to be seen how the agreement will work out. The 
official railroad attitude is for coordination, in principle. Two years 
ago the Association of American Railroads was created to promote 
greater cooperation and collective effort by railroad managements. Yet 
the association often finds it difficult to do effective work of this 
character, because of conflicting views and the concentration of the 
managements on the apparent and immediate interests of the indi- 
vidual roads. Some of the executives of the larger roads frankly favor 
large-scale consolidations and disfavor coordination. Most of them are 
strongly opposed to any federal statute which would help them to 
bring coordination about. 

The employes regard the agreement as a valuable ‘‘Hindenburg 
line,’’ useful in case of retreat, but seem prepared to fight in the 
front-line trenches against any displacement of labor, temporary or 
otherwise. They profess to feel that any economies from coordina- 
tion would not inure to their advantage but only provide more milk 
for ‘‘Wall Street’’ to absorb. Apparently, they are not greatly con- 
cerned by the prospect of what the railroads may be able to do in 
the way of coordination without government help, and, like the 
executives, they do not look with favor on any federal statute which 
would supply such help. 


I suggest that the country cannot wisely leave the decision of this 
matter to the executives and the railroad labor chiefs. Theirs are by 
no means the only interests at stake and they may be too close to 
their own interests to see them in proper perspective. Unemployment 
has been so wide-spread and its effects so disastrous to the railroad 
employes in the past few years that they naturally rebel against sug- 
gestions which they feel look to further contraction of jobs. There 
is no more important thing than the good of labor, but unless I am 
wholly in error as to the transportation future, that good will not in 
the end be served by any course of action which stands in the way 
of the best possible service at the lowest possible rates consistent with 
fair wages and good working conditions. Any such action is, I fear, 
long-range suicide, and no one who is a real friend to railroad labor 
will encourage them in it. 


The railroad managements under present conditions are influenced 
by such a mixture of motives and emotions that I question whether 
they can be accepted as safe guides to a sound public policy. 


Coordination of Transportation 


What I have been talking to you about is coordination of railroads. ’ 
The idea can and should be extended, of course, to embrace all forms 
of transportation. As a matter of fact one of the important means 
whereby the railroads will be able to improve their service and reduce 
their costs and prices will be the economic utilization, in connection 
with their rail operations, of both the bus and the truck. Each form 
of transportation is better fitted for certain operations and service 
than any other, and if we are to have the best national system of 
transportation, we must use them all to the best advantage and at the 
same time discourage their use in uneconomic ways. 

Nor should you think that I regard coordination as the only means 
of improving the railroad situation. It is quite as important, for 
example, that the financial structures of the railroad companies should 
be reformed in many cases. With nearly one-third of the total rail- 
road mileage in bankruptcy or receivership, the way is open for such 
a reformation. 

In a talk like this, I cannot come even near to covering all that 
ought to be covered. All that I can do is to touch upon a few salient 
points. The great trouble with the transportation problem is, I 
suppose, the same great trouble that is encountered in every other 
important problem. It becomes the battleground of special interests 
who are apt to drown out the voices of those who undertake to bring 
the general interest into the range of consideration. No one should 
or could prevent such special interests from expressing their views, 
but at least it can be recognized that there is a general public inter- 
est which ought also to be taken into account. 

In the long run, and whatever may be done for the moment, I 
have a vast amount of confidence that the idea of coordination will 
prevail in one form or another, and in ways or by means which 
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perhaps we do not now foresee. It will be forced upon transportation 
by the natural course of events, and the engineers and scientists will 
be important contributing factors. There is, I think, not the slightest 
doubt that they will continue each year, as they have in the past, 
to multiply the possibilities of transportation. The ground for con- 
cern lies, not with the process of multiplication, but with the process 
of division which must follow it. The vital thing is to see to it, if we 
can, that the dividends go where they will do the most good for all 
mankind, and that is where the forces of government should play 
their part. I congratulate you on what you have accomplished, I 
look forward to what you will accomplish in the future, and I hope 
with all my heart that the product of your creative minds will not be 
abused but used to serve and advance the lot of humanity in general, 
not only in transportation but in everything else. 


SENATE ACTS ON LABOR BILLS 


By unanjmous consent and without debate the Senate has 
passed S. 1288, increasing the Commission’s power with respect 
to appliances, methods, and systems intended to promote the 
safety of railroad operation, and S. 2511, authorizing the Com- 
mission to investigate and issue orders with respect to train 
dispatching conditions. These measures, which now go to the 
House interstate commerce committee for consideration, are 
part of the group of “safety” bills introduced on behalf of 
organized railroad labor. 

Reduction of the maximum hours of service as now pre- 
scribed by law for railroad employes will be effected if Con- 
gress passes S. 1562, reported for passage to the Senate by 
Senator Barkley, of Kentucky, on behalf of the interstate com- 
merce committee. In his report, Senator Barkley said: 


Under the present law it is unlawful for a common carrier by 
railroad in interstate or foreign commerce to require or permit any of 
its employes actually engaged in, or connected with the movement of 
trains to remain on duty more than 16 consecutive hours; and when- 
ever such an employe shall have been continuously on duty for 16 
hours, he must be relieved from duty for at least 10 consecutive hours. 
There is also a provision now that whenever such an employe shall 
have been on duty an aggregate of 16 hours in any 24-hour period, he 
shall be relieved from duty for at least 8 consecutive hours. The 
bill would reduce both the maximum consecutive hours on duty and 
the aggregate hours on duty from 16 to 12 hours. It would also 
change the method of computing the aggregate hours on duty so as 
to begin at the time of going on duty after having had a legal rest 
period. No change is made in the minimum rest periods or hours off 
duty under the present law. 


A proviso in the present law limits the hours of service for 
operators, dispatchers, and other employes who, by use of telegraph 
or telephone dispatch, report, transmit, receive, or deliver orders per- 
taining to or affecting train movements, as follows: 9 hours in any 
24-hour period where the place of work is operated continuously 
night and day; and 13 hours in any 24-hour period where the place of 
work is operated only during the daytime. The bill would fix a limit 
of 9 hours in any 24-hour period for the above-described emplaxes, 
except dispatchers, whether they work in places operated continuously 
night and day or are only operated in the daytime. .Thus there would 
be no change for operators in places operated night and day, but 
the limit for those in places operated only in the daytime would be 
reduced from 13 to 9 hours. A further provision, that in emergency 
such employes may be kept on duty an additional 4 hours on not 
exceeding 3 days in any week is continued without substantial change. 

The hours of service for train dispatchers would be limited by 
the bill to 6 hours in any 24-hour period, and they wuold not be sub- 
ject to the provision for additional hours in emergency. The bill 
also contains a new provision forbidding the use of enginer or train- 
service employes to report, transmit, or receive orders pertaining to 
train movements by telephone, telegraph, or any other device, except 
in case of casualty, unavoidable accident, or act of God, and then 
only until an operator is available. 

Your committee held hearings on the bill and statements were 
presented by representatives of both the railroads employes and man- 
agements. Certainly no class of labor should be required to work 
more than 12 hours out of 24. Particularly is this true of railroad labor 
whose duties involve a very great responsibility to their fellow em- 
ployes and to the public. Engine and train crews, it is felt, cannot 
hope to efficiently serve for as long as 16 hours within experiencing 
fatigue which may seriously impair safety. In a letter to the chair- 
man of the committee, dated February 18, 1935, the Federal Coordina- 
tor of Transportation stated: 


“As for reducing the maximum hours of service of train and 
engine employes from 16 to 12, this, as the repor: of Commissioner 
McManamy indicates, appears to be in the general direction of cur- 
tailing the maximum length of time employes may be required to 
remain on duty in the transportation industry generally. From such 
information as is available in this office, it appears that the tendency 
on the part of those states which have attempted to regulate the 
number of hours bus and truck employes may be on duty is usually 
to establish a maximum length of less than 16. Such being the case, 
and assuming adequate enforcement of such state laws, the railroads 
would not be put at a further competitive disadvantage by reducing 
the maximum hours of service of train and engine employes from 16 
to 12.” 

The Interstate Commerce Commission suggested certain minor 
changes in the bill for the purpose of clarity, and these amendments 
have been made. Subject to these minor changes, the Commission 
has recommended the passage of the bill. 
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Passenger Traffic 


Railroads Commended by Coordinator on Efforts to 
Improve Service in Contrast to “Lack of Progress” 
in Handling Merchandise 


Pointing out that he had noted “lack of progress” in the 
last two years toward a real solution of the merchandise traffic 
problem in his recent conclusions on that class of traffic, 
Coordinator Eastman in conclusions on the report of his section 
of transportation service on passenger traffic and the railroads’ 
reply thereto said similar comment on the passenger situation 
would be untrue. 

“I am glad to recognize, and to congratulate the railroads 
upon, the fundamentally important steps they have taken and 
are taking toward a profitable passenger service,” said he. 
“The whole railroad attitude toward the passenger service 
seems to have changed, and this was n . The funda- 
mentals of the problem are being attacked. By air condition- 
ing and modernization of cars, railroad travel is being made 
comfortable. By the speeding up of trains, railroad travel is 
being made more convenient. By reductions in basic fares, 
railroad travel in being made economical. At the same time, 
attention is being given to reducing operating costs as well as 
to increasing traffic volume. Furthermore, these forward steps 
have been taken, not here and there, but quite generally over 
the country. 

“These improvements are, I believe, only the beginning of 
what is possible in rehabilitating the passenger branch of the 
railroad business. The fact that the railroads are making them 
augurs well for the future of the industry. 

“In this connection, I suggest increased consideration of 
light-weight cars, self-propelled, and capable of being used 
either singly or in multiple-unit service. One basic element still 
largely lacking in railroad passenger service is frequency of 
schedules on light-traffic lines. There are few things more im- 
portant, it seems to me, especially for the development of short- 
haul traffic, than new facilities for quick, frequent, and flexible 
service at low cost. The opportunities which such service 
presents for reemployment of men, provided the working rules 
are not too restrictive and do not exceed the requirements 
of safety, should be made clear to the employes.” 


The passenger traffic report was issued January 17, 1935. 
The coordinator said he recently received the comments thereon 
of the Association of American Railroads, acting in behalf of 
the individual roads and the regional coordinating committees. 


A committee of three vice-presidents of the Association of 
American Railroads, who prepared the railroad report, sub- 
mitted a summary of their conclusions, in which, among other 
things, they said they were unanimously of the opinion that 
there was nothing in the nger report of value to the 
carriers for general application nationally; that the report was 
in some instances contradictory and was largely based on 
theory and opinion; that many of the suggestions represented 
no more than existing practices of the carriers which had been 


in effect for many years; that there was no possibility of the - 


saving of $6,000,000 in the overhead of the Pullman company 
by having the railroads operate that equipment as recom- 
mended; that it was their opinion that neither the coordinator’s 
organization nor the association ought to attempt to recom- 
mend the basis for fares for passenger transportation; and the 
conclusion that automobile travel was largely available to the 
railroads was greatly exaggerated. 


The Coordinator found that the principal point of dis- 
agreement between his staff and the committee representing 
the railroads was as to the volume of increased passenger 
traffic which the railroads could expect to develop, the staff 
concluding that this was large and the committee concluding 
that it was small. He endorsed the conclusion that the prospec- 
tive passenger traffic volume was large and accordingly ap- 
proved, in principle at least, the measures proposed to develop 
the larger volume of business. 


Specifically, the Coordinator approved the findings of the 
passenger traffic report on the travel market and travel re- 
quirements; recommended serious consideration of its proposals 
as to passenger fares; agreed to the need for improvement of 
railroad sales promotion methods, but suggested that the first 
steps should be reorganization within the individual ralroad 
traffic departments and joint promotional work by groups of 
carriers forming natural travel channels; and approved the 
principle of matching railroad service more closely to traffic 
requirements. 

The Coordinator recommended a searching examination 
and thorough overhauling of railroad Pullman service, and a 
plan of operation under which the Pullman Company would 
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own and operate the cars and the railroads, leasing them, would 
retain the entire revenue from the sleeping and parlor car 
service. 

The section of transportation service in its passenger traf- 
fic report (see Traffic World, Jan. 26, 1935, p. 149) recom- 
mended establishment by the railroads of passenger fares rang- 
ing from 1% cents to 5 cents a mile; modernization of pas- 
senger service; elimination of waste; promotion of travel and 
coordination of transportation services, among other things. 

It was estimated in the report that in 1933, free transpor- 
tation represented $50,000,000 in revenue or one-fourth of the 
passenger service deficit. The section recommended elimina- 
tion of passes except for strictly company business on home 
lines, with possible temporary reduced rates for employes. 

“The railroad repgrt,” says the Coordinator, “considers it 
an absurdity to assume that elimination of passes would in- 
crease revenues by $50,000,000. The recommended plan is 
objected to as more expensive as to home line travel and as 
dangerous to employe morale.” 


TRANSPORT SYMPOSIUM 


Longer and faster freight trains with fewer intermediate 
stops; consolidation and mechanization of yards; steam, diesel, 
and electric power used each in the way in which it is most 
economical and efficient; elimination of wayside signaling and 
extension of cab signal systems; haulage of long-distance high- 
way traffic on railroad cars in trucks and trailers; universal 
collection and delivery of freight and passengers—these were 
some of the things predicted for the railroads by C. D. Young, 
vice-president, Pennsylvania Railroad, in an address on “The 
Future of Railroad Transportation” before the Annual Alumni 
Conference of the Massachusetts Institute of Technology, Bos- 
ton, June 8. 

While his predictions were not based on definite knowledge, 
he said, they were more than mere guesses. They were, he 
said, “judicious estimates,” based on long study of the railroad 
business and “the trends of the times.” Some of these trends 
he described as the inclination of the public to avoid purchase 
commitments; the desire of the public for increased speed; the 
movement toward regulation and coordination of all forms of 
transportation; the public demand for a reduction in trans- 
portation costs, and the revision demand for a reduction in 
transportation costs, and the revision of the financial struc- 
tures of the railways. 

The financial revision must be based on three factors, he 
pointed out. First, there must be a further reduction in 
operating expenses. In this connection, he said, “the big oppor- 
tunities are isolated, will require time for accomplishment and 
are inevitably accompanied by adverse effects on the values of 
adjacent property, the earnings of labor and those affected 
by the reduced buying power of labor. Second, he said, fixed 
charges and taxes must be reduced. This, he added, was “be- 
ing accomplished where receiverships and reorganizations are 
in progress” and was forcing “the distribution of losses uni- 
formly among security holders, possibly taking away from 
securities a financial return which has been regular and fairly 
certain and substituting a speculative return based on possible 
future earnings.” Finally, he pointed out, there was the pos- 
sibility of increasing gross earnings, and it was that, he said, 
that offered a challenge railway management welcomed and 
accepted. ¥ 


He spoke of the awareness of railway management of the 
problem of necessity for increased revenues and told of the 
things that were being done to solve that problem. Among 
others he discussed rail research of which, he said, there seemed 
to be little realization. He told of ‘literally thousands of men 
engaged in research on railway problems.” 

In the general scheme of a coordinated transportation 
system for the country, the railroads, he said, would continue 
to hold the key position. On that point he said: 


The railways are and will continue to be the back-bone of the 
transportation body of our country. Ships, trucks, buses, private auto- 
mobiles and airplanes have their places and the effort of railway man- 
agement now is to determine the place the railway best fits in the 
transportation body; then to concentrate on making that part function 
in the best possible manner. This will not only require the joint efforts 
of the scientist, the engineer and the economist to find the possibilities, 
and managerial ability of a high order to convert those possibilities 
into useful functions in the public interest, but also a like atitude on 
the part of competitive transportation so that the two may be coor- 
dinated and give the best service at the lowest possible cost. The rail- 
way industry has those talents today and is at work on these questions. 

It must be borne in mind that the public is always impressed by 
the new and the spectacular. Old methods and devices, even when they 
continue to serve us well and to advance with us are taken as a matter 
of course and seem colorless. ; 

The passenger automobile, the bus, truck and airplane are new and 
still in the developing stage. There is novelty in their design and ro- 
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mance in their operation. They have an irresistable public appeal dur- 
ing their growing period. Like the Easter bonnet, they have yearly 
models. The railway, notwithstanding its consistent progress, is a 
commonplace facility in comparison and its advantages as a transpor- 
tation agency are not surrounded by the color of the younger com- 
peting forms. 

The railway is rendering a valuable public service that must be 
continued. No substitute has yet been developed that will as a whole 
perform the same service in any better way. The future points to a 
coordinated system of land, water and air transport which the railways 
are in a position to accomplish because they are the backbone of the 
transportation structure. They should be relieved of existing restric- 
tions preventing ownership within the rail industry as well as in other 
forms of transportation. They should also be relieved of the existing 
hit-or-miss plan of government regulation and control without corre- 
sponding responsibility for the results, financial or operating, or the 
effect upon relations with labor, or labor itself. 

The railways face the future with confidence and if governmental 
regulation and direction will follow principles of a broad and sound 
policy, then the changing public demands and economic conditions 
can be met by the rails through the ingenuity of the experienced en- 
gineer and the skill of expert management; and, thus, the coordinated 
transportation of the future will equal or excel that ever produced by 
the railways. 


The railways are a necessary unit in a coordinated system of trans- 
port and until something else comes along to take their place they will 
be the backbone of the transportation structure in any and all sections 
of our country. 

In addition to Mr. Young, Edward P. Farley, chairman 
of the executive committee of the American-Hawaiian Steam- 
ship Company; Assistant Secretary of Commerce J. Monroe 
Johnson; Edgar S. Gorrell, president of the Air Transport 
Association of America, and E. W. James, chief of the division 
of highway transport of the U. S. Bureau of Public Roads, 
participated in the national transportation conference of 
participated in the national transportation conference. Mr. 
Johnson presided. Coordinator Eastman, who spoke at the 
annual alumni dinner, attended the conference as a “listener.” 

Regulation of the steamship industry was urged by Mr. 
Farley, who has supported, in the main, the recommendations 
of Coordinator Eastman as embodied in the revised Eastman 
water carrier regulation bill. 

Mr. Gorrell said the aviation industry, including air 
transport, had had over twenty congressional investigations 
since 1919. The notoriety attendant to these investigations, 
said he, created unwarranted doubts in the mind of the public 
as to the safety of air travel. 

“It is to be marveled that we make progress in spite of 
such handicaps which no other industry to my knowledge 
has experienced in such a concentrated degree,” said he. 

Assistant Secretary Johnson, who has supervision of mer- 
chant marine matters under the jurisdiction of the Depart- 
ment of Commerce, suggested that creation of a federal de- 
partment of transportation might become necessary in meet- 
ing the transportation problem. He spoke of various forms 
of transportation, of the need for aiding and using an Amer- 
ican merchant marine, and in concluding remarks said: 


The transportation situation calls for wise future planning, based 
upon careful research and intelligent approach. We have come a long 
way from the said boat days of the Pilgrims, but we have not reached 
the ultimate stage. It calls for a continuing process of legislation 
in the interest of the welfare of the carriers and the public. We must 
develop a continuity of policy and of action. I believe great good in 
the creation of enlightened public opinion will come from such dis- 
cussions as that you have planned for today. Transportation sympo- 
siums should be held throughout the country in order that there may, 
be: effectuated a coordination of the best thought on the involve 
problems. 


Mr. James said the new era in highway transportation, 
destined in the light of history to be as far-reaching and 
romantic as any in the past, was the era of the motor vehicle. 

“We have the greatest system of highways the world has 
ever known, yet I am confident that we are only at the begin- 
ning of our new era of highway transportation,” said he. — 

“Highway transportation, with all its subsidiaries, is our 
biggest industry today. We have in this country about 3,000,000 
miles of rural highway, of which nearly 10 per cent is improved 
with some sort of surfacing to make year-around travel pos- 
sible. . . . Expenditures during 1934 for state highway con- 
struction, maintenance, and administration (exclusive of inter- 
est and amortization payments) totaled $909,659,000—nearly a 
billion dollars. Using these highways are 26,000,000 motor 
vehicles, including more than 3,500,000 motor trucks. The 
wholesale value of new motor vehicles, parts, and tires in 1934 
was $2.500,000,000. It has been estimated that in recent years 
5,000,000, or 12 per cent of those gainfully employed in the 
United States, have been employed in the manufacture of motor 
vehicles and supplies, the construction of state and federal 
highways, and the driving of trucks and busses. . 

“Where do we go from here? Certainly we cannot and 
will not say where we are, if for no other reasons than that 
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our highways are annually taking a toll of 36,000 lives in traffic 
accidents or that highway competition with other agencies of 
transportation has become a national issue. We are paying an 
incalculable price for the inadequacy of our highway manage- 
ment and operation. These are still as far behind the poten- 
tialities of the motor vehicle, both in relative efficiency and com- 
pleteness, as they were 25 years ago. 

“Let us consider some of the major responsibilities that 
confront us. 

“Our main roads are passable but by no means adequate, 
either for safety or for freedom of efficient use. 

“Our local roads are hardly out of the horse-and-buggy 
stage of development. 

“The economics of highway taxation and finance are still 
virgin fields of study. 

“Finally, the regulation of highway transportation as a 
public utility faces us as a major administrative problem.” 

Discussing the economics of highway construction and 
maintenance, Mr. James said that the only source of highway 
revenue, other than tolls was taxation and added: “To be 
fair to all, and to develop all sources of taxation most effec- 
tively, we must learn a great deal more about where our high- 
way dollar comes from and how it is spent. The incidence of 
taxation, particularly of the special highway users’ taxes, must 
be compared with the allocation of the benefits of those taxes. 
The property tax, though still the mainstay for local road con- 
struction and maintenance, has practically disappeared as a 
source of revenue for state highways. The through routes, 
used principally by traffic that in no way concerns or benefits 
the local property holder, are financed by gasoline and motor 
vehicle taxes and by general taxation. The problem goes 
deeper than this, however. Are the various classes of highway 
users paying special highway taxes in proportion to the benefits 
received by them? Do, or should, heavier vehicles pay directly 
in proportion to the extra cost of providing them with heavier 
and wider road surfaces? Do the city dwellers pay more than 
their share of the gasoline tax allocated to rural highway con- 
struction and maintenance? One of our most serious concerns 
just now is the growing tendency to divert the proceeds of the 
gasoline tax, originally intended for highway purposes alone, 
to other ends. 

“The U. S. Bureau of Public Roads in cooperation with a 
number of the states is making a detailed study of this taxa- 
tion problem. In addition to a careful analysis of state financial 
records, data are being gathered from representative samples of 
motor vehicle owners, to measure road usage by the different 
groups. 

In discussing the problem of regulating highway transpor- 
tation as a public utility Mr. James said the practical problem 
was to develop this means of transport so that it would be of 
the greatest possible advantage to the country as a whole, 

“I think we can agree that some degree of regulation o' 
highway transport is necessary if competition with other trans- 
portation is to be kept within economic bounds,” said he. ‘This 
is particularly true of commercial transport.” 

Obviously, highway and rail transport, said Mr. James, 
impinged on each other more directly than highway and any 
other form of transportation, and fixing the most advantageous 
and economical relationship of these two was the purpose in 
view. The matter was not of simple solution, said he, but it 
seemed clear, however, that there were elements of the prob- 
lem that might at once be largely or entirely removed. He 
referred to highway service to small population centers and 
settled rural areas which the railroads had never reached. 
Long distance movement of bulk commodities, on the other 
hand, said he, belonged naturally and economically to the rails. 
Between these two elements, said he, was a third, debatable, 
competitive, and still awaiting adjustment. The future of 
highway transportation required determination of economic and 
practical relations with the railroads under competitive condi- 
tiqns, said he. It would be a daring man who at the present 
stage would venture to outline a definite plan in this field, said 
he, adding it would be one, in all probability, of long and 
gradual development. 





ALASKA RAILROAD PENSION BILL 


Objection by Senator McNary, of Oregon, made by the 
senator because many Republican members of the Senate were 
absent, blocked action in the Senate, June 8, on S. 2293, pro- 
viding for pensioning of employes of the government’s Alaska 
Railroad at age 62. Senator McNary said the general under- 
standing had been that the adjournment of the Senate June 6 
would mark the end of the legislative session until June 15, and 
that it would not be fair to members on the Republican side, 
after that courtesy had been extended to them (to attend the 
Republican convention in Cleveland) to take up general legis- 
lation. The Senate held a brief session June 8 and then quit 
until June 15. 
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Train-Engine Wage Rules 
Coordinator’s Section of Labor Relations Reports on 
Survey of Agreements—Effect on Labor Cost 
of Railroads Indicated Not to Be Great 


Labor agreement rules of the train and engine service 
of railroads, often a cause of controversy and criticism, accord- 
ing to Coordinator Eastman, are the subject of a study made 
under the supervision of O. S. Beyer, director of the Coordina- 
tor’s section of labor relations, the report on which was issued 
this week. 

“The impression that labor agreement rules necessarily add 
to the cost of railroad operation, and that if the rules were 
eliminated the labor cost of the railroads would be greatly 
reduced, are erroneous,” says the report. 

Coordinator Eastman said the facts presented in the report 
had been checked with both the management and the men 
and were believed to be accurate. E. T. Paxton, research as- 
sistant; Dr. E. M. Fitch, statistician of the labor section; Donald 
Weaver and Sidney Rapke were associated with Mr. Beyer in 
the preparation of the report. 

“The general desirability of determining the labor stand- 
ards of the railroad industry by the process of collective 
bargaining has been recognized in public policy for many 
years,” says the report which refers to the railway labor act, 
the National Mediation Board and the filing therewith of labor 
agreements, including such agreements as involved in this study. 

Under the spur of intensified competition the railroads at 
times, says the report, have raised the question of desirability 
of limiting or changing some of the rules, so that they might 
more readily compete with other agencies of transportation. 

“Prominent among the criticisms has been the statement 
that practices which have developed under the rules have added 
unduly to railroad operating costs, and particularly have re- 
sulted in wage payments for which no corresponding return 
has been received,” says the report. ; 

March, 1934, was selected as a convenient and representa- 
tive survey period, according to the report which, in part, 
follows: 

Elements of the Wage System 

The rules which determines the earnings of train and engine service 
employes in ‘‘road’’ service provide for a combination of mileage and 
daily or hourly rates of pay. Popularly, the combination is known as 
the ‘‘dual’’ system of wage payments. The system was originated 
more than 50 years ago as an incentive to the men to speed up the 
service. It contains three main elements: (1) payment for straight 
time, which may be based on either hours worked or miles run, (2) 
payment for overtime, at pro rata or penalty rates, and (3) so-called 
“constructive allowances’’ and ‘“‘arbitraries.’’ The latter are payments 
principally for special or extra work, or for ‘‘waiting time’’ or other 
time when men are required to be on duty but are not producing 
transportation—in any event outside the scope of the time or duties 
for which compensation is provided by the regular hourly or mileage 
methods of pay. Minor portions of the straight-time compensation 
of certain employes in some branches of road service are paid under a 
system of daily and monthly guarantees. 

Employes in ‘‘yard’’ service are paid on a straight-time: hourly 


basis, since the mileage basis is not applicable to their work. Their . 


overtime (accruing after 8 hours of service) is paid for usually at 
penalty rates. Yard employes also receive some pay in the form of 
constructive allowances. 


Train and Engine Service Compensation in March, 1934 


The present inquiry has revealed that during March, 1934, the 
total compensation of employes in the train and engine service of the 
Class I railroads, including switching and terminal companies, amounted 
to $37,430,691, as shown by Table 1. Of that amount, $28,596,523, or 
Slightly more than three-fourths, was paid for straight-time hours 
actually worked. This was $5,492,737 less than the sum reported as 
paid ‘‘for straight-time hours paid for."’ 

About three-fourths of the $5,492,737 (or $4,231,665) was paid 
for miles run in road service during straight-time hours in excess 
of the miles established in working agreements as the basic or mini- 
mum mileage for the corresponding number of hours. 

Only the remainder, $1,261,072, or one-thirtieth of the train and 
engine service payroll, was paid for straight-time hours during which 
the men were relieved from duty, 

One-fourteenth of the total ($2,609,259) was paid for overtime hours 
worked or held for work. 

One-fiftieth of the total ($732,172) had its origin under rules gov- 
erning payment of constructive allowances. * * * 


Straight Time and Overtime Compensation 


The difference of $5,492,737 between ‘‘Compensation for straight- 
time hours worked"’ and ‘‘Compensation for straight-time hours paid 
for’’ was equivalent to 15 per cent of the train and engine service 

‘There are no well-defined standards for distinguishing between 
“constructive allowances’’ and ‘‘arbitraries.’’ Both are included in 
the single term ‘‘constructive allowances,’’ as used in the following 
pages. 
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payroll during the sample period under survey. In 1923 the difference 
amounted to 7.5 per cent of the payroll. In 1932 and 1933 it was 15 
per cent, in 1934, 16 per cent. Existence of the difference and its con- 
stant increase in proportion to the payroll total appear to be chiefly 
responsible for the claim that train and engine service employes are 
paid for many hours during which they do not work. 

The foregoing summary shows, however, that three-fourths of the 
amount in question was paid for service rendered in miles of trans- 
portation run during straight-time hours, at speeds faster than the 
‘‘speed basis’’ adopted as a standard for the purpose of determining a 
day’s pay. Money so earned cannot fairly be considered a payment 
for time not worked. It is a payment for service rendered, and is 
proportionate thereto. It has grown because the employes’ mileage 
output per hour has increased, and their return in wages has therefore 
increased also. * * * 

Concomitantly with the increase of straight-time mileage output, 
the compensation paid for overtime, much of which is computed at 
punitive rates, has decreased in proportion. In 1923, 15.6 per cent of 
the train and engine service payroll was paid for overtime. In 1933 
and 1934, overtime payments had decreased to about 6 per cent. There 
is a direct relationship between the increase in straight-time excess 
mileage payments and the decrease in overtime. The changes result 
from the higher speeds at which trains are operated since overtime 
accrues to a road service employe only when he completes a run at 
a speed less than the basis fixed by the rules. The increase in com- 
pensation which train and engine service employes have received as a 
result of faster train speeds thus has been counterbalanced in part 
by a decrease in overtime payments; and, in so far as punitive over- 
time has been replaced by straight-time pay at a lower rate, the 
railroads have not only obtained faster train speeds but have saved 
money as well. 


Payments for ‘‘Time Not Worked” 


The remaining one-fourth of the difference between money paid -for 
“straight-time hours worked’’ and ‘‘straight-time hours paid for’’ was 
paid for straight-time hours during which employes were relieved 
from duty. For the sample period under survey, the payments so 
classifiable amounted to $1,261,072, or 3.4 per cent of the total com- 
pensation. They arose largely through the system of daily and monthly 
guarantees. The daily guarantee applies to almost all train and 
engine service employes and tends to discourage the practice of calling 
a man for duty when there is not a full day’s work available for him. 
A restricted number of employes are subject also to monthly guar- 
antees. Like the stenographer, the professional man,. or the executive, 
they receive their guaranteed monthly income even though there may 
be slack days, on which a full day’s work is not available. The guar- 
antees in question are a stabilizing factor, which in the railroad 
industry has received the sanction of long experience. 

It may be pointed out that even if the mileage system of wage pay- 
ments were to be abandoned and all train and engine service em- 
ployes paid on a time basis only, with or without guarantees, the 
payments for ‘‘time not worked’’ might not decrease. For many 
employes, the hours which may be worked or the miles run per day 
are variable and irregular because of traffic demands and operating 
conditions over which the men have little or no control. If wages 
were paid on a time basis there still would be many hours during time 
on duty in which no work could be performed. Many wage-payment 
plans of other industries, involving payment by results, recognize 
this situation and make specific allowances for ‘‘idle’’ time. The 
railroads, moreover, would lose the advantage of the incentive which 
the mileage system of wage payment provides for employes’ coopera- 
tion in the introduction of heavier or faster motive power and speedier 
train operation. 

Constructive Allowances 


In Table 2 (omitted) the constructive allowances paid during the 
period under survey (Table 1, Item 7) (omitted) have been broken 
down into general classes.. The number of different rules under which 
such payments are made runs literally into the hundreds, though, of 
course, there are not so many in any one schedule or labor agree- 
ment. The rules may be q@lassified in three main groups: 

(1) Rules governing payments for extra work or special service.— 
Payments under such rules amounted to $261,700, or 36 per cent of 
the total constructive-allowance payments. Of that amount, $148,955 
was paid for switching. The remainder was paid for hostling, doubling 
hills, splitting trains at sidings, road work done by yard crews, and 
many miscellaneous special or extra services. 

(2) Rules requiring payment for waiting time.—Payments amount- 
ing to $427,567, or 58 per cent of the total constructive allowances, 
were made in return for time during which it was impossible for an 
employe to add to his total of miles run or work done, but which was 
required nevertheless in course of duty. By far the largest share of 
the sum, $248,175, was paid for time spent by employes ‘‘deadheading’’ 
under orders to and from outside points or back to home terminal 
when no return runs were available for them. The next largest sum, 
$88,303, was paid for time lost in delays at initial and final terminals. 
The only other large item, $78,689, was paid in compensation for time 
lost by employes in pool freight and unassigned service while held 
away from home terminal. 

(3) Miscellaneous rules.—A third group of rules, difficult to classi- 
fy, provide for compensating employes for certain losses of wages or 
of the opportunity to work. Such payments amounted to $42,905, or 6 
per cent of the sum paid under all constructive-allowance rules. 

The entire sum paid under rules providing for constructive allow- 
ances and arbitraries is small compared with the total train and 
engine service payroll. Except for minor amounts paid in compensa- 
tion for loss of opportunity to work, none of the payments appears 
to have been made without some return in the form of either special 
or extra service rendered or time spent In line of duty in addition to the 
time paid for at the regular mileage of hourly rates. There may be 
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situations, however, in which certain rules or interpretations have 
resulted in duplicate payment for the same set of hours, or in which 
the effect of a rule is not limited to the amount of compensation it 
determines. If such instances exist, they can be revealed only by 
further inquiry. 


Annual Earnings Under the Rules 


Moreover, if any train or engine service employe is able to realize 
excessive earnings under the present system of rules governing wage 
payments, the number of such employes is insignificant. A study of 
annual earnings of railroad employes, recently completed by the Co- 
ordinator’s Section of Labor Relations,? shows that only about one-tenth 
of one per cent of the train and engine service employes earned an 
average of $300 or more per month in 1933. Less than 15 per cent 
averaged $200 or more per month in the same year. The average 
earnings of all employes in this service in 1933 were less than $1,800 
per year, or $150 per month. In 1929, less than 5 per cent of these 
employes earned as much as $3,600 per year, or $300 per month, and 
the average annual earnings for all were slightly less than $2,300. 

Considered by occupations, out of 15,000 employes carried on record 
as road conductors and engineers by the 14 Class I railroads on which 
the wage study was made, only 40 earned $3,600 or more in 1933. In 
1929 about 1,500 out of 15,000 in these occupations earned $3,600 or 
more. Of 9,612 employes classified as road brakemen and firemen on 
the 14 railroads, only 33 earned $2,800 or more in 1933, while 872 out 
of 11,842 earned $2,800 or more in 1929. In yard service, only 4 out 
of 1,589 engineers and conductors earned $3,000 or more in 1933, and 
only 54 out of 1,280 in 1929. 

There is an obligation upon both men and management to interpret 
and apply the rules in a spirit of fair play. Their essential purpose 
is to define the conditions of employmént and to secure an equitable 
determination of compensation. Neither party to the contract that 
contains them can afford to further a partisan advantage at the risk of 
imperiling this essential purpose. 


2? Annual Earnings of Railroad Employes, 1924-1933, Federal Coor- 
dinator of Transportation, Section of Labor Relations, Washington, 
D. C., 1935. See especially pp. 68 and 167-171. 


RAIL PENSION LITIGATION 
The Traffic World Washington Bureau 


Trial of the suit brought by the railroads attacking the 
constitutionality of the railroad pension legislation enacted at 
the last session of Congress as a substitute for the pension act 
of 1934 that was declared unconstitutional by the Supreme 
Court of the United States was concluded before Justice Bailey 
of the Supreme Court of the District of Columbia June 9. 

Justice Bailey announced he would hear argument June 16 
and 17. Briefs are to be filed with the court at the same time. 

Justice Bailey said that, after considering the evidence and 
opening arguments in the case, he felt convinced that equity 
jurisdiction had been established and that therefore further 
argument on that question was unnecessary. The government 
had contended that the railroads had an adequate remedy at 
law and that equity should not take jurisdiction. 

The case, said Justice Bailey, was of nation-wide import- 
ance and should be adjudicated as promptly as practicable. 
Unless restrained the Railroad Retirement Board may begin 
the payment of pensions to eligible railroad employes July 1. 

In addition to contending that the pension act, under which 
pensions are to be paid out of money appropriated by Con- 
gress, and the taxing act, which levies taxes on the carriers 
and employes, constitute an unconstitutional scheme to get 
around the decision of the Supreme Court holding the act of 
1934 unconstitutional, the railroads presented evidence to show 
that they could not stand the pension system provided for from 
a financial standpoint. The government, supporting the legis- 
lation, submitted evidence that the pension system provided for 
was necessary and lawful in connection with safe, efficient and 
economical operation of the railroads. 

Testifying June 9, Ralph Budd, president of the Chicago, 
Burlington and Quincy, was questioned by government counsel 
as to the number of railroad men out of work. He could not 
say how many there were but he said it was surprising, when 
men were called back to work, how soon the list of available 
experienced men became exhausted. At one point on the Bur- 
lington, said he, there were not enough men to fill the jobs. 
He expressed the opinion that unemployment of skilled, eligible 
workers on the railroads was not great at this time and under- 
stood that a similar situation existed in other industries. 


RAIL EMPLOYMENT 


A compilation made by the Commission’s Bureau of Sta- 
tistics of the number of employes at the middle of May, 1936, 
of Class I steam railways, excluding switching and terminal 
companies, in comparison with the preceding month and May, 
1935, shows 1,067,964 employed in the middle of May this year, 
an increase of 1.76 per cent over the preceding month and 7.11 
per cent over May, 1935. 

Executives, officials, and staff assistants numbered 11,964 
the middle of May this year, an increase of 0.27 per cent over 
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April and 0.41 per cent over May, 1935; professional, clerical, 
and general totaled 165,625, an increase of .07 over April and 
1.61 over a year ago; maintenance of way and structures num- 
bered 236,163, an increase of 6.57 per cent over April and 10.74 
per cent over May, 1935; maintenance of equipment and stores 
totaled 295,905, an increase of 1.04 per cent over April and 9.33 
per cent over a year ago; transportation (other than train, 
engine, and yard) totaled 125,074, an increase of .14 per cent 
over April and 2.61 per cent over May, 1935; transportation 
(yardmasters, switchtenders, and hostlers) numbered 12,506, an 
increase of .21 over April and 2.99 over May, 1935; and trans- 
portation (train and engine service) employes totaled 220,727, 
= —" of .22 per cent over April and 8.08 per cent over 
ay, 


AIR CONDITIONING INQUIRY 


Plans for an intensive study of the various methods for air- 
conditioning passenger cars now in use by the railroads under 
all operating and climatic conditions in the next three months, 
have been announced by J. J. Pelley, president of the Associa- 
tion of American Railroads. 

The purpose of this study, which is to be conducted by 
L. W. Wallace, director of the equipment research division of 
the association, is to determine to what extent improvements, 
if any, can be made in the systems now in use and how far 
they can be standardized so as to reduce costs of installation 
and maintenance. The studies are also expected to determine 
the relative efficiency of the various types of air-conditioning 
devices and whether air conditions in the passenger cars are 
entirely satisfactory from the standpoint of passenger comfort. 

The division of research has been making a study of this 
general subject, but in order to obtain definite data as to 
the efficiency of the various air-conditioning devices now in use 
in passenger cars, thirty railroads have been asked to assign 
for the next three months engineers from each of those roads 
in order to aid in this research work. 

Beginning July 6 these engineers will attend a_ special 
course of instruction in air-conditioning work at Ohio State 
University, Columbus, Ohio. The course will be under the 
direction of Professor A. I. Brown, of Ohio State University 
who is serving the research division as consultant on air-con- 
ditioning. Professor Brown will be assisted by other members 
of the university staff as well as by Mr. Wallace. The labora- 
tory work being done at the Mt. Clare shops of the Baltimore 
and Ohio Railroad, Baltimore, Md., at Ohio State University 
and the Pullman-Standard Car Manufacturing Company plant 
in Chicago will be explained to the engineers who also will have 
an opportunity to observe this work, according to the associa- 
tion, which adds: 


After this course has been completed at Ohio State University 
the engineers will be assigned to various railroads to make studies 
of the systems in operation on those lines and to conduct tests under 
varying conditions, of air-conditioning equipment now in operation. 

Despite the fact that air-conditioning of pasenger cars Is a com- 
paratively recent improvement, a survey just made by the Associa- 
tion of American Railroads shows that nearly all the principal rail- 
roads of the country have installed air-conditioning devices on many 
of their dining cars, coaches and other passenger equipment, while 
the Pullman Company has also adopted a similar policy. This study 
shows that nearly 7,000 air-conditioned passenger cars are now in 
operation on the railroads of the United States. 


Of the total number of air-conditioned passenger cars, the ralil- 
roads own 2,731, which includes 1,414 coaches, 744 dining cars, and 
573 other types of passenger cars. Tabulations show that the Pullman 
Company owns 4,005 air-conditioned passenger cars, including 3,335 
standard types of sleeping cars, 205 tourist sleepers, and 376 parlor 
cars. The remaining 89 cars represent Other types of passenger equip- 
ment owned and operated by the Pullman Company. 


WHEELER ON PRICE FIXING 


In advocating “a return to price competition as our funda- 
mental economic basis” in a redid address the night of June 5, 
Chairman Wheeler, of the Senate interstate commerce com- 
mittee, pointed to competition among tran. portation agencies 
as more effective than regulation in bringing about efficiency 
and lower rates in railroad transportation. He used regulation 
of railroads by the Commission merely as an illustration as to 
the exercise of price-fixing power by the government and the 
results as he saw them. In part, he said: 


I will admit that the competitive system is not gentle and that as 
we progress under it, as new machinery is invented, as new forms of 
transportation develop, those plants which formerly made a profit may 
no longer be able to exist. This is progress—this is change. It is upon 
this inevitable weeding out that our progress has been built. When 
the weeding out comes some men will suffer a loss but no group or 
individual is responsible for causing this loss; it is caused by progress 
and the system itself. Improvements come, and the system makes the 
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changes. But through price fixing many industries try to halt this 
progress by keeping their prices up so high that obsolete and ordi- 
narily unprofitable factories can make a profit. The benefits of new 
inventions and of labor-saving devices are not passed on to the public in 
the form of lower prices but are drained off of the new plans in order 
to pay for overcapitalization and inflation of real values. This is true 
in the steel industry, in the cement industry, and in many others. It is 
one of the primary reasons for our present unemployment. Naturally, 
when a new machine is developed it throws thousands of men out of 
work. Unless the benefits and savings of the new process are given to 
the public there is no chance to reemploy the thousands of men whose 
purchasing power is suddenly cut off. This is the way the competitive 
system lops off the dead branches from our industrial tree. It would 
be utterly impossible to give the power to lop these dead branches off to 
any government agency because they would not have the courage nor 
the wisdom to carry it out. It is doubtful that under the Constitution 
we could give them this power. 

As an illustration, the Interstate Commerce Commission may order 
a rate to go into effect. One or two roads, being more efficient or bet- 
ter located, can make a profit at the new low rate. The Supreme Court 
places an interpretation on the Constitution to the effect that if the 
low rate might be unprofitable to inefficient railroads, then as to the 
latter the order can be declared illegal as taking property without due 
process of law. Certainly the Interstate Commerce Commission is as 
good a regulatory body as the government has ever set up, and yet if 
they are compelled to fix rates so high that poorly located, inefficient 
railroads can make a profit they are not rendering a very valuable 
service to the public. Busses and trucks have done more to bring about 
efficiency and lower rates in railroads than all the years of regulation 
by the Interstate Commerce Commission. It is a clear illustration of 
the fact that competition is able to accomplish for the public what a 
government agency is powerless to do. 


EXTENSION OF COORDINATOR 


The Traffic World Washington Bureau 


With Congress having agreed to recess from June 8 to 
June 15, opinion prevailed at the Capitol that there was little 
change for legislation being enacted extending the term of 
Coordinator Eastman beyond midnight June 16, the expira- 
tion date, unless Congress changes it. It was figured that, 
unless Congress acted by June 16, nothing would be done ex- 
tending the term, though it could, of course, act later. 

The “word” at the Capitol was that, even though Chair- 
man Wheeler, of the Senate interstate commerce committee, 
who introduced the joint resolution extending the Coordinator’s 
term for three years and repealing the labor provisions of the 
emergency transportation act of 1933, obtained favorable action 
on the measure in his committee and in the Senate, the House 
would not act on it. 

After Chairman Wheeler had introduced the resolution, 
representatives of organized railroad labor began working 
against it. Chairman Wheeler then undertook to work out a 
compromise measure to which labor would not object—con- 
tinuation of the Coordinator without power to issue orders 
requiring coordination of railroad facilities. That was the 
situation that existed when Congress agreed to a week’s recess. 


PASSENGER FARES 
The Traffic World Washington Bureau 


Men of the Commission’s staff particularly interested in 
the questions raised by the Commission’s order requiring the 
reduction of rates of passenger fares in the eastern district 
have been informed that in the first week of the lowered fares 
the Baltimore & Ohio had an increase in coach passenger 
revenue of between 50 and 70 per cent over the preceding week. 
The report was that there had been a slight increase in the 
revenue from passengers riding in Pullmans. That railroad, 
it was reported, had had to add one coach to its Capitol Limited 
and might have to add another. 

A not so well authenticated report was that in that first 
week the New York Central had a twenty per cent increase 
in passenger revenue, coach and Pullmans. 

Hearing on the petition of twenty-three eastern district 
railroads in the federal court for the southern district of 
New York for an injunction forbidding the enforcement of the 
order requiring them to reduce passenger fare rates will prob- 
ably be had at the end of June, according to the belief of at- 
torneys for the railroads and the Commission. 


THROUGH ROUTES AND RATES 


A meeting of the House committee on interstate and for- 
eign commerce was scheduled for June 9 to consider S. 1636, 
the bill giving the Commission the power to prescribe through 
routes without regard to short hauling any carrier which was 
passed by the Senate last week, but the meeting was not held 
because a quorum of the committee could not be obtained. 
Congress was in recess after Monday this week to permit Re- 
publican members to attend the Republican convention in 
Cleveland. 
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Dry Goods Traffic Men 


Traffic Group of National Retail Dry Goods Association 
Votes Actively to Support Pick-Up and Delivery 
with Allowances—Opposes Paying for Truck 
Tariffs—Muntwyler Re-elected Chairman 


L. E. Muntwyler, general traffic manager, Montgomery 
Ward and Company, Chicago, was reelected chairman of the 
traffic group of the National Retail Dry Goods Association at 
the mid-year conference of that organization in Chicago, 
June 9 to 11. Mrs. Orpha Osborn, traffic manager, L. S. Ayers 
and Company, Indianapolis, Ind., was reelected vice-chairman. 
The following were elected to the board of directors: A. T. 
White, traffic manager, The Emporium, San Francisco, Cal.; 
Gordon Johnson, Louis Pizitz Dry Goods Company, Birming- 
ham, Ala.; Fred Simpson, superintendent of transportation, 
Broadway Department Store, Los Angeles, Cal., and E. Rey- 
nolds, Carson Pirie Scott and Company, Chicago. 


Most of the sessions were taken up with speeches and 
papers on matters of interest particularly to the department 
store traffic men whose duties, in addition to those usually 
understood to be the functions of the industrial traffic man- 
ager, include highly specialized work in receiving, marking, 
and the care of a highly varied stock. The afternoon session, 
June 10, was devoted largely to motor vehicle transportation. 
At the final session, June 11, formal action was taken on a 
number of recommendations made by the group’s transpor- 
tation committee. 


Among the resolutions adopted at that time was one 
approving free pick-up and delivery of merchandise freight 
and allowances for those who prefer to perform these serv- 
ices for themselves. The resolution pledged the group to 
participation in the hearings on pick-up and delivery to be 
held by the Commission. 


Another resolution expressed opposition to payment for 
motor carrier tariffs. The resolution called for notifying the 
American Trucking Associations, Inc., of this opposition and 
asked the members generally to convey it to such onverators 
as they were patronizing. 


A third resolution approved the code of ethics for traffic 
managers recently adopted by the industrial traffic council 
of the Chicago Association of Commerce (see Traffic World 
April 18, p. 722). 


Motor Carrier Regulation 


The matter of motor carrier regulation and practices was 
discussed at a session held jointly with the association’s store 
management group. Speaking on “Motor Carrier Regulations 
and Practices Affecting Stores’ Costs, Services and the Use 
of Highway Transportation,” Mr. Muntwyler said there was 
little question but that motor carrier regulation would increase 
retail store costs. He said, generally speaking, rates filed up 
to the present were higher than those in effect before April 1, 
but that a clear picture was not yet apparent because of the 
“muddled situation” of truck classifications. He said exam- 
ination of the A. T. A.’s classifications indicated materially 
higher rates, but that not much could be definitely ascertained 
because “motor truck operators have issued literally thou- 
sands of exceptions.” The same was true, he added, of those 
truckers who used rail classifications. In effect, many of these 
exceptions, he said, were “a form of chiseling” of the same 
kind that was responsible for the present regulation. As that 
practice becomes obsolete, he added, exceptions would tend to 
disappear and the real level of the truck rates above the 
old level would be made clear. 


He discussed at some length the matter of truck insur- 
ance as applied to department store traffic. Some traffic men, 
he said, felt they should be permitted to insure their own 
goods en route and receive reimbursement from the operator. 
What the accepted practice in this respect would be, he pointed 
out, would depend on the regulations to be made by the 
Commission. 


On the matter of charging for tariffs, he compared such 
schedules with retail advertisements. “Merchants don’t sell 
their ads,” he said. “They pay for them and go to considerable 
expense to get them to their customers. There can be little 
justification for the continuance of the practice of charging for 
tariffs adopted by some motor transport companies and 
agencies.” 


He also scored the expense put on shippers by requiring 
them to carry a supply of a number of different forms of bills 
of lading. Something must be done soon, he said, to develop 
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a uniform bill of lading that might be used in all types of 
domestic transportation. 


Warns Against Rebates 


Speaking of instances where shippers are accepting truck 
transportation at rates lower than those published in the car- 
riers’ tariffs, the speaker said that was poor economy. The 
practice, he said, ‘will very materially add to such a shipper’s 
costs if he is found guilty of having knowingly accepted rates 
lower than those published.” 


Finally, he pointed, out that regulation had given the 
motor carrier operator standing and power he did not possess 
before. An example of that power and the use of it, he said, 
was the activity of the motor carriers in combating free pick- 
up and delivery by the railroads. “There is little question 
that the suspension of these tariffs will result in an increase 
in our cost of doing business,” he said, “because, should the 
Commission rule against the railroads, it will affect a tre- 
mendous territory where these tariffs are now already in effect 
and where merchants are now receiving compensation from 
the railroads where they perform their own pick-up or de- 
livery.” 


Keeshin Asks Coordination 


J. L. Keeshin, president, Keeshin Transcontinental Freight 
Lines, Inc., Chicago, speaking on “Coordinating Rails and High- 
ways to Improve Transportation Service for the Retailers,” 
said there was urgent need for such cooperation. He said he 
had worked long and hard for the adoption of federal regula- 
tion for motor carriers because he believed in the coordination 
of rail and highway transportation. The policy of the Asso- 
ciation of American Railroads in refusing to adopt joint rates 
between the rails and the highways, he said, had been a great 
disappointment to him. He said he had protested against the 
policy and told about his personal efforts to break it down by 
entering into joint rate arrangements with the Chicago Great 
Western. 

“Regulation of the motor truck industry without benefit 
of coordinated truck-rail service will do more harm to the 
common carrier operators than good,” he said, “and will remove 
any benefits which had been contemplated to be derived by 
the shipping public. Regulation without coordination will be 
very ineffective and not in the least beneficial to the shipping 
public. Coordination is absolutely necessary in order to attain 
the flexibility that motor truck operators have been develop- 
ing in the past, and its further development in the future. 
Coordination will also help remove the already congested 
situation on our highways.” 

He warned against permitting railroads to acquire truck 
lines. He said that history showed that, in earlier days, rail- 
roads acquired water lines in order to cut rates below cost 
and drive competing lines out of business. 

“We may expect similar action if the railroads are allowed 
to acquire control of truck lines,” he said. ‘They will use the 
acquisition of control for the purpose of destroying competing 
lines. While there may be for a short time some lower rates 
to the shippers, in the end the result will be higher rates and 
the. loss of the benefits from motor transportation. I believe 
it is bad policy for the railroads to be permitted generally to 
acquire truck lines and to use them as. a weapon for fighting 
competing truck transportation.” 


Mr. Simpson spoke on “Transportation.” He said the 
traffic manager was a purchaser of transportation just as the 
department buyers were purchasers of goods for resale. How- 
ever, he pointed out, where the buyer’s work was checked by 
stock records and the experience and needs of department 
heads, the traffic manager was the sole judge and authority on 
the commodity he bought. “I cannot see the difference be- 
tween the value of the dollar that is spent by the store in buy- 
ing merchandise and the dollar expended for transportation,” 
he said, “except that the first can be partially controlled while 
the spending of the last mentioned depends in a very great 
measure on the ability. and transportation knowledge of the 
traffic manager.” 


The morning of June 10 members of the group made an 
inspection tour of the traffic, packing and shipping departments 
of Montgomery Ward and Company. 


RAIL FINANCIAL ITEMS 


In the first three months of this year Class I steam rail- 
roads had a deficit in net income of $27,923,134 as compared 
with a deficit of $43,359,976 in the corresponding period of 
1935, while in March alone the deficit in net income was 
$8,316,462 as compared with $4,161,666 in March of last year, 
according to a compilation made by the Commission’s Bureau 
of Statistics. Details of the compilation covering the three 
months of each year follow: 
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For the three months of 











Income Items 1936 1935 
1. Net railway operating income ........... $ 104,564,978 $ 86,366,523 
i Se CD 6. 5 abe cou he 0 40ibeecctere 33,794,409 37,442,334 
3. SD SINR 5's bteie wie abet aw $ 138,359,387 $ 123,808,857 
4. Miscellaneous deductions from income .. 4,567,755 4,307,399 
5. Income available for fixed charges ..$ 133,791,632 $ 119,501,458 
6. Fixed charges: 

6-01. Rent for leased roads ........... 33,149,576 32,959,838 

6-02. Interest deductions ............. 124,879,399 126,231,616 

6-03. Other deductions ............... 656,296 655,485 

6-04. Total fixed charges .......... $ 158,685,271 $ 159,846,939 
7. Income after fixed charges ............ d 24,893,639 d 40,345,481 
By SE IN in oss cc eccecsincdseste 3,029,495 3,014,495 
9. ee I Cle asalnr don mew sand d$ 27,923,134 d$ 43,359,976 
10. Depreciation (Way and structures and | 

ED, ice beads nee pouyeen's 6b oem 48,390,712 48,889,376 
te eae 4,940,331 4,013,028 
12. Dividend appropriations: 

12-01. On common stock ............. 15,597,027 20,641,477 

12-02. On preferred stock ............ 4,026,917 3,295,850 

Balance at end of March 
Selected Asset Items 1936 1935 
13. Investments in stocks, bonds, etc., other 

than those of affiliated companies (Total, 

OD 0 i ibis Gvuw bcos cho says bvee $ 694,720,545 $ 775,915,597 
ORNS lieth rte re al tn atta te COR $ 445,821,062 $ 338,416,968 
15. Demand loans and deposits ............. 4,691,223 10,692,042 
16. Time drafts and deposits ................ 30,281,892 40,800,230 
17. Special deposits .......ccccvecceccceenes 140,939,641 76,932,498 
18. Loans and bills receivable ............. 2,596,340 5,004,715 
19. Traffic and car-service balances receivable 61,063,591 57,810,956 
20. Net balance receivable from agents and 

a fc obhs os aah re weeK ee Ch OAEA 8 45,628,267 43,418,563 
21. Miscellaneous accounts receivable ....... 140,192,364 143,987,070 
22. Materials and supplies .................. 294,315,208 307,439,159 
23. Interest and dividends receivable ....... 24,288,836 37,588,588 
i ee ND, Cy iii a dey a acess bees vive 2,219,096 2,976,386 
errr ere ee 5,780,101 10,705,865 
26. Total current assets (items 14 to 25). .$1,197,817,621 $1,075,773,040 

Balance at end of March 
Selected Liability Items 1936 1935 
27. Funded debt maturing within 6 months? .$ 327,992,282 $ 236,888,756 
28; Leones ond Wille payables. ..5.5...0. 20058 $ 309,356,610 $ 318,356,653 
29. Traffic and car-service balances payable. . 74,249,230 70,439,529 
30. Audited accounts and wages payable .... 221,709,251 207,875,993 
31. Miscellaneous accounts payable ......... 79,445,686 91,488,437 
32. Interest matured unpaid ................ 456,802,388 346,007,794 
33. Dividends matured unpaid ............. 13,441,119 16,086,081 
34. Funded debt matured unpaid ........... 413,992,675 282,942,813 
35. Unmatured dividends declared .......... 1,542,032 1,122,386 
36. Unmatured interest accrued ............. 105,588,783 105,756,285 
37. Unmatured rents accrued ............... 31,176,110 30,496,758 
38. Other current liabilities ................. 26,650,698 26,908,513 
39. Total current liabilities (items 28 to 

hi) .« Satncienesebcab Sewer ea ves cashacek uel $1,733,884,582 $1,497,481,742 
40. Tax liability (Account 771): 

40-01. U. S. Government taxes ........ 44,917,704 33,788,261 

40-02. Other than U. S. Government taxes 134,030,780 136,771,483 


! 





*The net income as reported includes charges of $1,452,072 for March. 
1936, and ‘$4,296,025 for the three months of 1936 on account of accruals 
for excise taxes levied under the Social Security Act of 1935; also $4,012,619 
for March, 1936, and $4,192,631 for the three months of 1936 under the re- 
quirements of an act approved August 29, 1935, levying an excise tax upon 
carriers and an income tax upon their employes, and for other purposes. 
(Public No. 400, 74th Congress). The net income for March, 1935, includes 
charges of $2,090,372 and for the three months of 1935 of $6,193,694 be- 
cause of liability under the Railroad Retirement Act of 1934. 

tIncludes payments which will become due on account of principal of 
long-term debt (other than that in Account 764, Funded debt matured 
unpaid) within six months after close of month of report. 

tIncludes obligations which mature not more than 2 years after date 
of issue. 


d Deficit or other reverse items. 


REPARATION ORDERS 


The Commission has entered reparation orders in No. 
23530, Armour & Co. vs. A. T. & S. F. et al.; No. 15026, Okla- 
homa Millers’ League vs. Alabama & Mississippi et al.; No. 
24343, Moore Brothers et al. vs. C. B. & Q. et al.; No. 25216, 
State of Missouri ex rel., Stratton Shartel, attorney general, 
vs. Missouri-Illinois et al.; No. 26309, Dow Chemical Co. vs. 
A. C. & Y. et al.; No. 24867, Cannon & Jones et al. vs. Penn- 
sylvania et al., and four sub-numbers thereunder, A. S. Bailey 
& Co. et al. vs. Same, Colley Woods Co. et al. vs. Same, 
W. Charles Heitmuller Co. et al. vs. Same, and Jill Brothers, 
Inc., vs. Same; No. 17272, Procter & Gamble Co. vs. B. & O. 
et al.; No. 14594, American Linseed Co. vs. B. R. & P. et al.; 
and No. 27042, Whitall Tatum Co. vs. Western Maryland et al. 
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June 13, 1936 


RAIL-TRUCK JOINT RATES 


Voting six to five, the Commission, in I. and S. No. 4210, 
motor-rail-motor traffic in east and mid-west, has added Kee- 
shin Motor Express Co., Inc., tariff I. C. C. No. 1, M. F.-I. C. C. 
No. 88, in effect if not in name, to the Chicago Great Western 
tariff under suspension in I. and S. No. 4186, trucks on flat cars 
between Chicago and Twin Cities. Both provide for the moving 
of motor vehicles on flat cars at rates said to be the same as 
the over-the-highway rates of motor carriers. The Keeshin 
tariff was suspended the day arguments were made on the 
Chicago Great Western tariff. 


The commissioners voting against suspension of the Kee- 
shin tariff were Meyer, Aitchison, Porter, Miller and Caskie. 
Commissioners Eastman and Lee, members of the division 5, 
which has administrative charge of motor vehicle affairs, voted 
to suspend this Keeshin tariff notwithstanding the contention 
that the Commission was without power to take such action 
because it was an initial motor tariff and therefore specifically 
exempted from suspension, by section 216(g) of the motor 
carrier act. 


Suspension of this motor tariff is for ninety days, the 
period allowed by section 216(g), that is, to September 6, the 
tariff having been dated to be effective June 8. If the Com- 
mission has not completed its investigation by that time it may 
further suspend the tariff for not more than additional ninety 
days, or 180 days in all. If the investigation is not completed 
by that time the tariff goes into effect. 


A thought at the time of the suspension of the Keeshin 
tariff was that on account of the work that had been done by 
the commissioners and the Commission's staff in the informal 
consideration that had been given to questions involved in 
both proceedings, early disposition would be made of both cases. 

No question was raised about the right of the carriers, par- 
ties to the Keeshin tariff, to make joint rates. In view of the 
fact that the transportation of motor equipment, loaded and 
empty, on railroad cars was and had been practiced for some 
time without objection on the part of the Commission, it 
was thought that that phase of the subject would not cause 
any particular study. 


One of the questions that had caused much discussion 
before the suspension, particularly among members of the 
Commission’s staff, was as to whether and how far the long 
and short haul and aggregate of intermediate parts of the 
fourth section applied to the transportation offered by the 
Keeshin tariff. That question was not prominently, if at all, 
raised in connection with the Chicago Great Western tariff 
suspended in I. and S. No. 4186. But it was discussed in con- 
nection with the informal proceedings prior to the suspension 
of the Keeshin tariff. 


The arguments in I. and’S. No. 4186, the proceeding cover- 
ing the Chicago Great Western tariff, were more as to the 
effect of the proposal on the revenues of the Chicago Great 
Western and the effect of the rates in that tariff on the rate 
structure built or approved by the Commission than on the 
law questions supposed to be raised by the proposal. 


While there are two suspension proceedings pertaining to 
this proposal to have railroads haul motor vehicles on flat cars 
at rates the same as those maintained by motor carriers for 
over-the-highway transportation, the issue is essentially the 
same in each. The older Chicago Great Western tariff, how- 
ever, has a smaller territorial application than the newer phase 
of the subject created by the Keeshin tariff. The latter, how- 
ever, provides for service of two railroads, and specifically 
provides for the joint motor rail service over a wider area. 
The older proposal, made in the Chicago Great Western tariff, 
suspended in I. and S. No. 4186, trucks on flat cars between 
Chicago and Twin Cities, was argued the day the Commission 
voted to suspend the Keeshin tariff. 


Recognizing the wider territorial scope of the Keeshin 
tariff, the Commission entitled the proceeding created’ by its 
suspension “motor-rail-motor traffic in east and mid-west.” 


In arguing the older case Mr. Walter appealed to the 
Commission for an opportunity to make a trial of the proposed 
rail-truck arrangements between Chicago and the Twin Cities. 
He suggested that the Commission might condemn the sus- 
pended Chicago Great Western tariff without prejudice to the 
filing of a joint tariff by the railroad and the truck company 
proposing the same rates as those in the suspended tariff. 

Answering a question by Commissioner Aitchison on that 
point, Mr. Walter assented to the filing of a joint tariff by the 
railroad and the Keeshin company bearing an expiration date, 
six months or a year, in which period a trial might be made. 
Filing of such a tariff, Messrs. Aitchison and Walter seemed 
to think, would be a way out of the difficulty which some 
thought was created by the fact that here was an arrange- 
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ment between common carriers not evidenced by joint rates 
but merely by rates filed by the railroad. 

As on other occasions, Mr. Walter said that the only rea- 
son a joint tariff was not filed in the first instance was the 
resolution of the Association of American Railroads for no rail- 
road to make joint rates with a motor carrier except to terri- 
tory where no railroad could give service. He said the Chicago 
Great Western did not want to be the first to disregard that 
resolution. 

The entire Commission sat in the argument in the suspen- 
sion proceeding, which was not usual, on account of the fact 
that, in a limited way the technically narrow proceeding hav- 
ing to do primarily with the lawfulness of a single tariff, in- 
volved the much larger question as to how trucks and railroads 
were to be coordinated. Arguments were made by Guy A. 
Gladson for the respondents, C. L. Taylor for the railroads, 
Clyde S. Bailey for the South Dakota commission, and Mr. 
Walter. The latter said he was appearing as trustee for the 
Chicago Great Western and the Keeshin Motor Express Co. 

Mr. Gladson said that the type of service proposed, that of 
the railroad hauling Keeshin trailers, was of the type of 
economy step taken by railroads when they made joint use of 
tracks. That, he said, did not hurt any other railroad. The 
Chicago Great Western, he said, could haul these vehicles at a 
profit at the cost of Keeshin sending them over the highway. 
If the Chicago Great Western did not haul them they would 
be sent over the highway, Mr. Gladson said. The public, he 
added, would be benefited in a safety way by reducing the 
number of vehicles on the highway. Revenue to the railroad 
from the Keeshin traffic he estimated at about $250,000 a year. 
Answering a question by Chairman Mahaffie he said that the 
arrangement by the railroad could be availed of by others 
but he added that the railroad did not expect other truck men 
to use the service for the reason that they could haul as 
economically over the highway and did not have the facilities 
in many instances. 

“Where does the motor carrier (Keeshin) get the right 
to operate partly by rail?’’ asked Commissioner Eastman. 

“TI don’t see any prohibition in the law,” said Mr. Gladson. 

Mr. Gladson said that to make any money by the arrange- 
ment the Keeshin line needed to have a balanced traffic, as much 
southbound as northbound, and that when such a condition 
prevailed the railroad would get $85 for each car each way, 
with no empty mileage for the flat cars used. Answering ques- 
tions by Commissioner Eastman, the speaker said the arrange- 
ment was the same as the one on the Rock Island and as 
had been in effect on other railroads. On a revenue of $85 a 
car Mr. Gladson said the railroad could operate a passenger 
train of the Capitol Limited type and make money. 

Chairman Mahaffie wanted to know how the Chicgo Great 
Western could make money on a rate yielding 20 cents a car- 
mile, as in this instance, when it had not done well as shown 
by its condition. Mr. Gladson said that last year the road had 
made a net operating revenue of $1,300,000 on a. lower car- 
mile than on this traffic which he said .vielded more. than 19 
cents a car-mile. -* 


Commissioner Aitchison asked how it was expected to 
maintain a monopoly in this business if the trial was successful. 
The answer was that on account of the prejudices of the other 
railroads the Chicago Great Wéstern did not expect them to go 
into this business, which he said the road expected to help 
rehabilitate it. e 


Speaking for all the protesting railroads and Milwaukee 
mercantile interests, Mr. Taylor said that his clients were 
not protesting against the movement of trucks on flat cars 
or efforts to retrieve traffic lost to the trucks but were opposed 
to any scheme that did not solve the problem. He said the 
position of the railroads was thatthe rates in this tariff were 
unreasonably low and therefore violated séction 1, being, as 
he said, below the cost of service. He said that the Chicago 
Great Western car-mile yield last year was more than 20 cents 
a car-mile. 


Commissioner Eastman called attention to the fact that 
there were many rates that yielded less than 20 cents a car-mile, 
some of which had been prescribed by the commission. Mr. 
Eastman suggested that perhaps this was added traffic, of 
the sort spoken of in connection with the Pettengill bill re- 
pealing the long and short haul clause of section 4 and in 
justification of rates for relief from that clause. 


Mr. Taylor said that under this tariff Keeshin could ship 
20.000 pounds of first class traffic at charges lower than those 
made by Class E prescribed by the Commission. The railroads 
contended, he said, that the rates, supposed to have been 
prescribed for high class traffic, were so low as to induce 
the movement of low class traffic, such as iron and steel, in 
trailers at lower cost than if the iron or steel were loaded 
directly on the flat cars. 
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Commenting on the fact that Keeshin costs had been re- 
ported to be 10 cents a mile, Mr. Taylor wondered why the 
Keeshin company was willing to pay the C. G. W. more to 
haul freight than its own cost. He said a Keeshin man had 
testified that there was but little difference in the cost of 
operating a loaded or empty trailer, yet the rate for hauling 
an empty trailer was only half that of carrying a loaded one. 
He said he saw no justification for a tariff that allowed iron 
and steel to be hauled for 20 cents if loaded in a trailer when 
the rate for hauling iron and steel on a flat car was 30 cents. 

Taking up the added traffic idea Commissioner Aitchison 
suggested that the railroads here were asking the Commission 
to apply a different principle from that they contended for in 
asking for fourth section relief and in advocating passage of 
the Pettengill bill. 

Answering a question by Commissioner Lee, Mr. Taylor 
said that the rates named in the tariff applied no matter where 
the traffic originated and were not confined to traffic originat- 
ing in Chicago and Twin Cities. He said they cut the rates in 
all directions and intensified the competition between the motor 
carriers and the railroads. 

“Perhaps they are hard on the carriers but good for the 
shippers,” suggested Commissioner Porter. 

Ultimately, Mr. Taylor said, the situation would not be 
good for the shipper. He said that while the arrangement was 
in tariff form it really was little more than a contract between 
the railroad and Keeshin, asserting that if others sought to use 
it the arrangement would be withdrawn, and represented an un- 
warranted slashing of rates. 

Mr. Bailey said that while the arrangement might tem- 
porarily be beneficial to both parties it would not be long 
before the Commission’s carefully worked out class rate revi- 
sion would be seriously demoralized. 

Commissioner Aitchison wanted to know whether it had 
not been demoralized by the scrapping of the first four classes 
by the making of “all-commodities” rates. Mr. Bailey said 
that that was so but that what was proposed here would make 
the demoralization greater. 

Answering a query as to why Keeshin was willing to pay 
the railroad more for hauling than his own cost, Mr. Walter 
suggested that out of pride Keeshin might have been willing 
to accomplish the regulation of trucks and the coordination 
of trucks and railroads by paying a bit higher than his own 
highway cost to get traffic hauled by railroads. This tariff, 
he asserted, did not change conditions as to rates. They, he 
added, had been in effect a long time and the only change 
brought about by the tariff would be to put the trucks on flat 
cars instead of the highway, and that there would be no de- 
moralizing. He admitted that the arrangement had been made 
for Keeshin because the latter asked for an arrangement. 

After suggesting that the Commission condemn the tariff in 
question without prejudice to the filing of a joint tariff by the 
Chicago Great Western and the Keeshin Motor Express Co., 
Mr. Walter said that the other railroads had made no effort 
to meet the situation presented to the trustees of the Chicago 
Great Western by their seeing Keeshin trucks on the highways 
along its lines. They had done nothing, he added, other than 
object and obstruct. He said that the railroad needed the 
revenue and asked what was the use of talking about low rates 
when the rates the railroads were getting were all it could get. 

“Give us a trial,” he exclaimed. “That will show whether 
we are false prophets.” 


_In its announcement of the suspension of the Keeshin 
tariff, the Commission said: 


By order entered today in Investigation and Suspension Docket No. 
4210, the Commission suspended from June 8, 1936, until September 6. 
1936, the operation of certain schedules as published in Keeshin Motor 
Express Co., Inc., tariff, I. C. C. No. 1, (M. F.-I. C. C. No. 88). 

The suspended schedules propose to establish joint motor-rail-motor 
rates on freight in trucks, trailers or semi-trailers between points in 
the states of Delaware, Illinois, Indiana, Iowa. Kentucky, Maryland. 
Michigan, Missouri, New Jersey, New York, Ohio, Pennsylvania and 
Wisconsin and the District of Columbia, on the one hand, and points 
in the states of Iowa, Kansas, Minnesota, Missouri, Nebraska and Wis- 
consin, on the other hand, in connection with the Chicago Great West- 
ern railroad and the Clinton, Davenport & Muscatine railway to and 
from various motor truck lines. 


The Commission has set I. and S. No. 4210 for argument 
June 17, in Washington, on the question as to whether the sus- 
pension of the tariff schedule involved (Keeshin Motor Express 
Co.) should be vacated or modified in whole or in part, leaving 
in effect the order of investigation. The notice of argument says 
persons interested who may desire to be heard orally at that 
time should advise the Commission forthwith. It said persons 


who desired might submit written representations on or before 
June 17. 


A tariff naming the same joint rates for loaded and empty 
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truck trailers hauled on rail flat cars between Chicago and the 
Twin Cities, as were quoted in the earlier Keeshin-Great West- 
ern tariff now under suspension, in which the members of the 
Illinois-Minnesota Motor Carriers’ Conference and the Chicago 
Great Western are parties, was mailed to the Commission June 
11 by the Central Motor Freight Association Tariff Bureau. 
The tariff is dated to become effective July 12 (see Traffic 
World, May 23, p. 997). In addition to the members of the 
conference originally announced as participants, the Fruit Dis- 
patch Trucking Company, Moland Brothers Trucking Company 
and the Mueller Transportation Company have joined in the 
tariff (see Traffic World, May 30, p. 1053). Several other 
operators are expected to concur. 

According to B. F. Parsons, traffic manager of the Great 
Western, the railroad estimates a gross revenue of $42,500 
a month will result from traffic moving under the new tariff. 

The tariff follows the pattern of the Keeshin-Great West- 
ern tariff now under suspension, arguments on which will be 
heard before the Commission June 17. The carriers intend 
to take the position at the argument that that tariff should be 
permitted to go in effect so as to permit the operators and the 
shippers to accumulate experience under it while the Commis- 
sion investigates the practice of moving truck trailers on rail 
flat cars. Should the Commission, after the argument, permit 
the Keeshin tariff to go in effect, it was stated, application will 
be made to advance the effective date of the new tariff. 

The Commission, in fourth section order 12367, has denied 
temporary fourth section relief to the Chicago Great Western 
on the motor-rail-motor rates proposed in the Keeshin Motor 
Express Company Tariff No. 2, dated to be effective June 8, 
which has been suspended in I. and S. 4210. The suspended 
tariff and the fourth section application which has been denied 
have been set for hearing at the Sherman Hotel, Chicago, 
before Commissioner Splawn and Examiner Boat, June 30. 


NEW YORK CONTIGUOUS AREA 


Adoption by the Commission of the definition of the New 
York metropolitan district made by the Merchants’ Association 
of New York in 1927, for the administration of section 203 (b) 
(8) of the motor carrier act is advocated in a brief filed in 
BMC C-2, investigation to determine the extent and area of 
the municipality of New York, N. Y., and municipalities con- 
tiguous thereto and the zone adjacent to and commercially a 
part of such municipality or municipalities, for the Chamber 
of Commerce of the State of New York; the Merchants’ Asso- 
ciation of New York; the Port of New York Authority; Brook- 
lyn Chamber of Commerce; Chamber of Commerce Borough 
of Queens; Chamber of Commerce City of Newark, N. _J.; 
Elizabeth Chamber of Commerce; New Jersey Industrial Trai- 
fic League; New Jersey State Chamber of Commerce; Bristol- 
Myers Co.; Congoleum-Nairn, Inc.; Johns-Manville Corpora- 
tion; Lehn & Fink, Inc.; Merck & Co., Inc.; Weyerhaeuser 
Timber Co., and Ichabod T. Williams & Sons Co. 


The brief asserts that the only dissent in the record was 
by those who had a selfish interest which would be best served 
if the exempted area were limited to state lines. Those in- 
terests represented by the warehousemen storing and moving 
household goods, a comparatively limited business so far as 
interstate movement in the metropolitan area was concerned; 
the New Jersey Trucking Association by nineteen votes (by no 


‘means representative of that organization),and one witness from 


Connecticut who offered an arbitrary formula based on the fear 
that the establishment of Connecticut metropolitan zones east 
and north of the New York zone might affect adversely the 
members of his organization, the brief said, were the only 
opposition to the overwhelming testimony that exhibit 9 (a 
map of the zone as defined by the Merchants’ Association) 
was the true metropolitan district of New York, or the area 
intended to be covered by the statute, section 203 (b) (8) of 
the motor carrier act. Moreover, added the brief, by its very 
nature, any zone exempted under the act must cross a state 
line. Operations in a zone wholly within a state, it declared, 
would not be in the purview of the motor cérrier act. 

Without expressing an opinion as to the territorial scope 
of the New York contiguous area, the Interstate Household 
Goods Movers’ Tariff Bureau, Inc., New York, in connection 
with docket BMC C-2 has asked the Commission to administer 
the motor carrier act so as to apply its provisions to the trans- 
portation of household goods in interstate or foreign commerce 
in the area in and around New York City it may prescribe 
under section 203 (b)(8). In that proceeding the Commission 
has taken testimony as to the New York zone or area. 

The petitioner, according to the document filed with the 
Commission, is a membership corporation consisting of ap- 
proximately 300 furniture warehousemen and household goods 
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movers with offices in New York, Westchester, Suffolk, Rock- 
land and Nassau Counties, N. Y., and throughout New Jersey. 

In addition to requesting the Commission to apply the 
provisions of the motor act to the transportation of household 
goods in interstate commerce or foreign commerce in this 
municipal area the petition further requested the Commission 
to consider this application together with BMC C-2, hearing 
in which was held in March and in which briefs have been 
filed. The petitioner also said that the Commission, in that 
proceeding, had before it the uncontroverted evidence of the 
conditions in the transportation of household goods in the area 
mentioned. But the petition said that in the event the record 
was not deemed sufficient the Commission should hold a further 
hearing in order to render a decision on this petition, which 
was filed on behalf of the petitioning traffic bureau by David 
Brodsky and J. Almyk Lieberman, practitioners before the 
Commission. 

The petitioner alleged that conditions in the household 
moving part of the industry, because of the lack of regulation, 
were such as to destroy the inherent advantages of motor trans- 
portation to the detriment of the public interest; that unsound 
economic conditions prevailed; that inadequate, uneconomical 
and inefficient service was rendered by a great number of motor 
carriers; that unreasonable charges for such transportation, 
with unjust discriminations, undue preferences and advantages 
prevailed, and that there were unfair and destructive com- 
petitive practices. 


PICK-UP AND DELIVERY 


The Montana Board of Railroad Commissioners has ordered 
the railroads in that state to cancel the 5 cents a hundred 
pounds allowance offered by them to shippers performing self- 
service in connection with state pick-up and delivery of less- 
than-carload freight. The allowance proposed by the railroads 
was suspended January 15. The Montana Commission’s order 
says it is to be understood by the Northern Pacific that the 
provisions contained in tariff 4327B, Mont. R. C. No. 822, I. C.C. 
9169, which apply on interstate shipments granting such allow- 
ances is not to be amended so far as the interstate application 
of such allowances is concerned. Schedules without allowance 
are to be effective June 15. 


MOTOR ACT ENFORCEMENT 


The Traffic World Washington Bureau 


The Commission’s Bureau of Motor Carriers probably will 
begin functioning in the field on or soon after July 1. Before 
that time the staff of each of the sixteen district directors, 
the appointment of fourteen of which has been announced, will 
be completed. About sixty supervisors will constitute the 
staffs of those directors. In some districts the staff will be 
larger than in others, the number being dependent on the 
amount of work in sight. 

Eight or nine of the supervisors have been appointed but 
their names have not been announced. Work in the districts 
not being ready for them they have been assigned temporarily, 
to law enforcement under the supervision of Mr. Scott, the 
chief of the law division. Some of them have been sent into 
the field to investigate reports of disregard of the motor 
carrier act. 

One of the wa’ as to violation of the motor carrier act 
is that carriers subject to the act are renting their equipment 
to shippers who have objected to the rates filed by a carrier 
so that the shipper is able to transport his goods at a cost 
less than the published rates. Railroads have been accused 
at various times of leasing their equipment to shippers for 
intra-plant service. The allegation in respect of common 
carriers by truck is that the equipment is leased, not in good 
faith, but to satisfy the shipper’s demand for lower rates. 

Men not yet sent out to inquire about reported violations 
of the act are attending lectures by chiefs of divisions. The 
lectures were begun June 9 by Mr. Scott delivering lectures on 
law enforcement and the motor carrier act. The program for 
the next day called for talks on rates and tariffs by Mr. Hayes, 
chief of that part of the work of the bureau and on finance and 
mergers by Mr. Davey of the finance division. 

The program for later days was: June 11, talks on the 
motor act by Mr. Scott; on safety by Mr. Kelly, and on appli- 
cations and certificates by Mr. Roberts. 

June 12, talks on methods of setting hearings by Mr. 
Hill; office routine by Mr. Casey, and the motor carrier act by 
Mr. Scott. 

June 13, talks on accounting by Mr. Sheahan and marking 
of equipment by Mr. Smith. 

About thirty-five district supervisors of the Bureau of 
Motor Carriers are expected to be in the field in the coming 
week investigating allegations that the motor act is being 
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violated in a serious way. The allegations that will receive 
attention immediately are that common carriers of property 
are not charging their published rates but are giving shippers 
who object to the paying of published rates about what they 
demand; and that common carriers having grandfather clause 
rights have extended their operations away beyond the routes 
over which they operated in establishing their rights under 
that part of the statute. 


TRUCK RATE UNIFORMITY 


Representatives of most of the truck rate bureaus in Cen- 
tral Freight Association Territory and representatives of a 
number of the important independent truck operators in that 
district met in Chicago beginning June 9 to take up again 
the two important.jobs begun at a meeting of the committee 
of 23 held there late in May (see Traffic World, May 30, p. 
1053). The first of these jobs was a redesigning of the truck 
rate structure in C. F. A. territory so as to iron out glaring 
inconsistencies, perhaps to arrive by agreement at some general 
rate basis for application throughout the territory. Corollary 
with this task was the one of revamping the varying classifica- 
tions now in use in the territory in the hopes of bringing forth 
one satisfactory to all parties for general use. 

The second major job tackled at the meeting was that of 
reducing the number of tariff publishing agencies into either 
a single bureau or a limited number of them and persuading 
those operators who now publish rates independently to adopt 
the unified bureau or one of the consolidated bureaus as their 
agent. 

In the new meeting, the former committee of 23 lost its 
identity. Instead, the meeting was made up of two or three 
representatives of each existing bureau and such representatives 
of individual operators as cared to send either participants 
or observers. No figure as to the number of individuals par- 
ticipating was ascertained, but it was considerably higher than 
the original 23. 

When the meeting of the committee of 23 adjourned May 
28 it was with the expressed intention of meeting again only 
when representatives had obtained from their principals full 
power to act. It was felt that further discussion would be fruit- 
less unless that discussion could be expressed in action. In 
order to do that it was imperative that the representatives have 
power to bind their respective bureaus and operators by their 
acts. Hence there was some disappointment over the fact that 
not all those who came to the meeting June 9 possessed such 
powers. Some of them had such authority; others were duly 
selected or elected by their respective bodies but did not bring 
with them full power to act. 

In spite of this, however, work on the two jobs went ahead. 
By the end of the week, two separate committees had been 
appointed. The first was closeted to wrestle with the rate and 
classification problem; the second was trying to persuade exist- 
ing agencies to accept some kind of a consolidation plan. 

No one would venture to predict when full agreement 
would be reached on either question. It was generally agreed, 
however, that the sessions would continue until such results 
were brought about. 

Ted V. Rodgers, president, American Trucking Associations, 
Inc., was present and exercised a guiding hand over the pro- 
ceedings. He was accompanied by Carl Jackson of the Wash- 
ington staff of the organization. 


C- = 
MOTOR JOINT BOARDS 


The Commission, by division 5, has approved the substi- 
tution of C. V. Terrell, of the Texas Railroad Commission for 
Ernest O. Thompson, chairman of that commission, as a mem- 
ber of Joint Board No. 33, which has jurisdiction over matters 
arising in New Mexico and Texas. 

The Commission, by division 5, has approved the nomina- 
tion of John C. Coney, a member of the South Carolina com- 
mission to be a member of Joint Board No. 2, having jurisdic- 
tion over matters arising in North Carolina and South Carolina 
under the motor carrier act, to fill the vacancy created by the 
appointment of Sam C. Blease, who was also a member of the 
South Carolina commission, to be a district director in the field 
organization of the Commission’s Bureau of Motor Carriers. 

The Commission, by division 5, has created motor joint 
board No. 41 for New York and Pennsylvania to be composed 
of M. C. Cleveland, chief engineer of the New York Public 
Service Commission for that state and P. Stephen Stahlnecker, 
a member of the Pennsylvania Public Service Commission, for 
Pennsylvania. It has also created motor joint board No. 42 
for New Jersey, New York and Pennsylvania to be composed 
of Thomas L. Hanson, a member of the New Jersey Board of 
Public Utility Commissioners, and Messrs. Cleveland and Stahl- 
necker for New York and Pennsylvania. 

The Commission, by division 5, has created joint board No. 
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43 for Colorado and Kansas by approving Edward E. Wheeler, 
chairman of the Colorado commission as the Colorado members 
and Ernest E. Blincoe, a member of the Kansas commission as 
the Kansas member; No. 44 for Nebraska and Wyoming by 
approving Robert Powell, chief of the motor transportation de- 
partment as the Nebraska member and M. J. Foley, chairman 
of the Wyoming commission as the Wyoming member; and No. 
45 for Oregon and Washington by approving A. F. Harvey, 
chief of the rate department of the Oregon commission and 
W. D. Lane, supervisor of transportation of the Washington 
department of public service as the Washington member. 


MOTOR TRAIN COLLISIONS 


Nearly 90 per cent of 3,933 highway grade crossing acci- 
dents, involving 1,680 deaths and 4,658 injuries, in the year 
1935, involved a collision between a train and some form of 
motor vehicle, according to statement No. 3634, highway grade- 
crossing accidents involving collisions between motor vehicles 
and trains, year ended December 31, 1935, prepared by the 
Bureau of Statistics of the Commission. 

In 2,424 such accidents trains struck motor vehicles, while 
in 1,372 accidents motor vehicles ran into the sides of trains. 
The following table shows the causes of the accidents covered 
by the report: 


Number of Percentof — Persons—— 
Cause of accident accidents total Killed Injured 
Trains striking or being struck by 
Pedestrians ......... 308 7.83 203 108 
Passenger automobiles .......2,770 70.43 1,153 3,576 
Motor buses ........ 12 0.31 21 80 
Motor trucks . oo oe wee 18.36 268 778 
Motor cycles . . 10 0.25 3 8 
Bicycles. ; i 9 0.23 6 4 
Trolley.cars . a ; 7 0.18 32 
Animal-drawn vehicles 29 0.74 9 22 
Other vehicles or machines 11 0.28 1 7 
Pedestrians passing over or under 
train or cars 14 0.35 j 10 
Miscellaneous . 41 1.04 12 33 
Total - ; . .3,933 100,00 1,680 4,658 


DETROIT SHIPPER-TRUCKER MEETING 

Members of the Detroit District Shippers’ Conference 
and the motor carrier members of the Detroit Board of Com- 
merce held a joint meeting at the Statler Hotel June 8. There 
was a general discussion of trucking problems as affecting the 
shippers and the operators. The principal matter for discus- 
sion was pick-up and delivery, a matter that interested Detroit 
shippers vitally, their contention being that discrimination 
existed against them because the servive was available to rail 
shippers and receivers in the upper peninsula of Michigan, 
whereas the tariffs to provide such service in Detroit were 
under suspension on protest by the truck interests. The truck 
operators present took the position that pick-up and delivery, 
while a natural part of truck service, was not normally a part 
of rail service, which had been built up through the years 
without it. 

Following the joint meeting, the transportation committee 
of the board of commerce met and voted to have Leonard 
Sims, manager, transportation department, intervene in the 
Commission’s pick-up and delivery investigation as an observer, 
and to report to the committee for further action. 


NATIONAL HIGHWAY SYSTEM PROPOSED 


A bill (H. R. 12961) to provide for the location and survey 
by the Bureau of Public Roads of the Department of Agricul- 
ture of a system of three transcontinental and six north-south 
highways has been introduced by Representative Snyder, of 
Pennsylvania. A system of airports in connection with such 
highways also is proposed. The highways would be not less 
than 40 nor more than 80 feet wide, would be lighted at night, 


and would not, except at their termini, pass through any city, 
town or village. 


CALIFORNIA BUS SERVICES AND FARES 


Hearings have been held by the California commission 
on a series of four applications filed by the Santa Fe Trans- 
portation Company, bus subsidiary of the Atchison, Topeka, 
and Santa Fe Railroad, to establish coordinated bus and rail 
services intrastate in California, Specifically, the applications 
ask for permission to operate busses intrastate between San 
Francisco and Los Angeles, between Los Angeles and Needles, 
between Los Angeles and San Diego, and between Bakersfield 
and Barstow. The Santa Fe busses now operate interstate 
from Chicago to Los Angeles, San Diego and San Francisco. 
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It is proposed to furnish the coordinated bus-rail service at a 
rate of 1% cents a mile. 

According to testimony at one of the hearings by S. T. 
Bledsoe, president of the A. T. and S. F., the proposed service 
would provide new conveniences to passengers. Tickets would 
be good over either rail or highway; station facilities would 
be used jointly and baggage of bus passengers would be car- 
ried in railroad baggage cars. A combined train and bus 
schedule of ten hours between Los Angeles and San Francisco 
is contemplated. At the proposed rate, the fare between these 
two points would be $6.06. Comparative schedules and fares 
are contemplated between other points involved in the appli- 
cations. More than 250 California civic organizations have en- 
dorsed the Santa Fe plan. 

The Pacific Greyhound Lines, Southern Pacific affiliate, 
have asked the California commission for permission to re- 
duce bus rates to a mileage range of from 1% to 2 cents a 
mile. 


OVER-THE-ROAD TRUCK HAULS 


Whereas other countries have tried to set arbitrary limits 
on the length of truck hauls, the United States has encouraged 
highway transportation progress to give shippers and con- 
sumers the benefit of competitive rates and service, says a state- 
ment by the Automobile Manufacturers’ Association. Experi- 
ence, the statement added, indicated that if that policy was 
continued the future would find trucks profitably carrying mer- 
chandise even greater distances. 

The association called attention to statistics about truck 
hauls contained in the freight traffic reports of Coordinator 
Eastman, issued in July and August of 1935, the statistics be- 
ing on page 50 of volume 2 and analyses thereof on page 50 
of volume 3, as authority for its statements. 

According to the association’s summary the average haul 
of over-the-road trucks is now about 110 miles, the figures 
showing that hauls range from 15 miles for heavy bulk mate- 
rial to about 350 miles for fresh fruits and vegetables and 
lighter commodities of high value. Livestock, the summary 
says, is moved up to distances of 500 miles with an average of 
115 miles. Fifty per cent of live stock, the summary says, is 
moved by truck. 


INTERNATIONAL HIGHWAY DEDICATION 

A new highway connecting Glacier National Park, in the 
United States, and Watertown:Lakes National Parks, in Canada, 
will be dedicated with ceremonies at the Prince of Wales Hotel, 
Waterton Lakes, July 4 and 5. The Rev. Canon S. H. Middle- 
ton, Cardston, Alberta, is chairman of the international com- 
mittee in charge of the ceremonies. The new highway reduces 
the distance from Glacier Park Station, on the Great Northern. 
to Waterton Lakes from 108 to 76 miles. The two parks were 
dedicated as the Waterton-Glacier International Peace Park 
some years ago. They are said to be the only two adjoining 
national parks in the world. 


PASSENGER CARRIER APPLICATION 


Members of joint board No. 5, W. D. Lane, A. F. Harvey, 
and Warren K. Brown, in Docket No. BMC 31806, application 
of Benjamin Franklin Line, Inc., have recommended that the 
Commission deny the application of the carrier mentioned for 
a certificate under the grandfather clause to operate as a car- 
rier of passengers by motor vehicle between San Francisco, 
Calif., and Seattle, Wash. They have recommended that at 
the end of 15 days the applicant be required to cease and desist 
from operation as a carrier of passengers between the points 
mentioned. It found the applicant had no grandfather rights. 





AIR EXPRESS REVENUES UP 


Air express revenues for April, 1936, were 85 per cent 
over those of the airlines now joined in the express contract 
in April, 1935, according to a statement by the Railway Express 
Agency, Inc. February, 1936, the first month of operation of 
the coordinated service, showed a revenue ‘~crease of 63 per 
cent over the same month in 1935, and Mirch a gain of 75 
per cent, the statement said. For the three months, February, 
March and April of this year the revenues were 76 per cent 
over the same three months in 1935. 


AIRCRAFT PRODUCTION 


Aircraft production in the United States for the first quar- 
ter of 1936 imcreased 33% per cent over that for the same 
period in 1935, continuing the upward trend which commenced 
in 1934, according to production figures for the first three 
months of this year made public by Eugene L. Vidal, director 
of air commerce, Department of Commerce. The total of all 
aircraft manufactured in the United States in the first three 
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months of 1936 was 456, while that for the same period of 
last year was 349. 

The most noticeable increase in any one particular cate- 
gory was a 28 per cent rise in the manufacture of light air- 
planes of the private owner type over the corresponding period 
of last year. The major increase in this classification occurred 
in the number of two-place cabin land monoplanes; 45 were 
manufactured in January-March, 1935, and 100 in January- 
March, 1936. 

Of the total of 456 aircraft produced in the first three 
months of this year, 216 were for domestic civil use, 173 were 
delivered to military establishments, and 67 were exported. 
The industry manufactured 190 monoplanes and 26 biplanes for 
domestic civil use. The 190 monoplanes included 15 of the 
open cockpit type and 175 cabin craft. Of the biplanes 2 were 
open cockpit and 24 were cabin planes. 

There were 36 companies or individuals producing air- 
planes for domestic civil use in the first quarter of 1936, and 
of these, 8 manufactured approximately 74 per cent of the 
total airplanes designed for civil use. 

The report of aircraft production is based on Bureau of 
Air Commerce records of licenses, identification marks issued 
for unlicensed aircraft, and reports as to military and export 
production. There is a possibility that there still may be a 
few aircraft manufactured in this period for which licenses or 
identification marks have not yet been sought, says the bureau. 


AIR MAIL CONTRACTS 


Chairman Copeland, of the Senate commerce committee, 
has offered a joint resolution (S. J. Res. 283) directing the 
Interstate Commerce Commission to investigate and report 
as to air mail contract pay and regulation of scheduled air 
transportation. 
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The resolution points out that a subcommittee of the com- 
merce committee has been investigating matters pertaining to 
safety in interstate commerce and that one of the most impor- 
tant considerations to be investigated has to do with the sub- 
ject of compensation for air lines in their scheduled flying 
operations. 


The commerce committee, says the resolution, in order 
that it may intelligently recommend legislation on this subject, 
requires the assistance of an independent agency of the govern- 
ment which can, from its experience with other forms of trans- 
portation and because of other qualifications necessary, best 
make such an investigation and recommendation, and because 
both the interests of the government and of private enterprise 
that has invested large sums in the establishment of air lines, 
not to mention the great subject of safety, might well be 
jeopardized by an unsound declaration and unfitting legisla- 
tion. 


The resolution calls on the Commission to report at some 
time at the next session of Congqress— 


1. The effect upon rates of short tenure of air mail contracts; and 


2. That the same body be instructed to report at the next session 
what, in its opinion, is the best type and scope of legislation which 
would be most suitable for the regulation of scheduled air transpor- 
tation, 


The resolution authorizes the Commission to use not ex- 
ceeding $25,000 “from its appropriations” for this work. 


Records and files of the Post Office Department, and of the 
Bureau of Air Commerce of the Department of Commerce, 
would be made available to the Commission and those depart- 
ments would be required to cooperate with the Commission in 
making the investigation. 





Parcel Post Service and Charges 


(Twenty-Sixth of a Series of Thirty-Six Articles on Industrial 
Traffic Management by G. Lloyd Wilson, Professor of Transportation 
and Public Utilities, University of Pennsylvania, and Chairman, Com- 
mittee on Education and Research, Associated Traffic Clubs of America.) 


HE facilities of railroads, steamship lines, motor vehicles, 

horse-drawn vehicles, horse-mounted riders, Walking post- 

men, airplanes, and pneumatic tubes are used by the 
U. S. Post Office Department in the transportation of the mails 
under varying forms of contractual relationships. The various 
types of postal services, the instrumentalities of transportation 
used in the conveyance of mails, and the terms, conditions, and 
compensation provided for in the contracts need not be dis- 
cussed in this article, which is concerned primarily with the 
parcel post service and the relationship of mail services to 
industrial traffic management. 

The domestic mail service of the Post Office Department 
consists of a number of distinct classes, each with its distinc- 
tive restrictions and rate system—the first class, second class, 
third class, fourth class (or parcel post) and air mail services. 
Business concerns use several or all classes of domestic mail 
service in connection with their communications, publications, 
or merchandise traffic. 

First class mail includes letters and written and sealed 
matter, U. S. Government postal cards, and private mailing or 
post cards. The rate on letters and other written and sealed 
matter is three cents an ounce or fraction of an ounce, except 
for local delivery within the jurisdiction of one local post office 
where letter carrier service is afforded, where the rate is two 
cents an ounce, and one cent an ounce at non-letter carrier 
offices, unless the mail is collected or delivered by rural or 
star-route carriers, in which case the rate is 2 cents. The 
rate for government post cards and private communication 
post cards is one cent a card. Special arrangements can be 
made for the registration of first class mail matter for a fee 
of fifteen cents, when no intrinsic value is stated and no in- 
demnity is paid. Registration fees for limited indemnity range 
from fifteen cents, when the liability is limited to $5, to $1, 
when the liability is $1,000. Extra fees are charged for higher 
valuations. 


A return receipt signed by the addressee can be had for 
an extra fee of three cents at the time of mailing, or five cents 
after mailing. Arrangements may be entered into between the 
senders and the Post Office Department under the terms of 
which the senders agree to pay the delivering letter carrier one 
cent more than the ordinary rate of postage on each return 
letter or post card received by the senders in connection with 
letters or post cards sent to addresses inviting them to make 
their replies in special envelopes or on special post cards on 


which the original senders agree to pay the return postage. 
The envelopes and post cards for this special service are sup- 
plied by the senders and included in the envelopes sent the 
original addresses or attached to the post cards sent to them. 
The envelopes and post cards used in this service are especially 
marked. 

Second class mail matter consists of newspapers, maga- 
zines, and other periodical publications entered with the Post 
Office Department as second class service and contain notice 
of such entry. The second class postage rate is one cent for 
each two ounces or fraction, or the fourth class or parcel post 
rate, whichever is lower. 

Third class mail includes circulars or other miscellaneous 
printed matter and merchandise at the postage rate of one and 
one-half cents for each two ounces. Seeds, cuttings, bulbs, 
roots, sprouts, plants, and books or catalogues may also be 
mailed at the third class rate. Identical pieces of third class 
matter may be mailed in bulk at bulk rates under permits 
obtained from the postmasters on application in lots of not less 
than 20 pounds or 200 pieces. The permit bulk rates for third 
class mail matter are twelve cents a pound or fraction for 
circulars, miscellaneous printed matter, and merchandise, and 
eight cents a pound or fraction for books or catalogues having 
24 pages or more, seeds or plants—subject to a minimum of 
one cent for each piece, in all cases. 

The basic air mail rate is six cents an ounce or fraction, 
with a maximum limit of 70 pounds in weight. 

C. O. D. service is available in connection with sealed mat- 
ter at first class postage rates at fees ranging from 25 cents, 
for amounts up to $10, to 50 cents for amounts between $100 
and $200. Extra charges are added when the amount to be 
collected does not exceed $200 but the indemnity for loss 
exceeds this amount. 

If the delivery of registered, insured, or C. O. D. matter 
is restricted in delivery to the addressee or his order, an addi- 
tional fee of ten cents is made.* 


Parcel Post or Fourth Class Service 


The fourth class of mail matter includes the domestic 
parcel post service, which embraces parcels of over eight 
ounces each in weight containing merchandise, agricultural and 
manufactured products that, in parcels of less than eight ounces 
each, are included in the third class service. 

The maximum weight limit for parcel post matter is 70 
pounds a parcel, and the size of the packages is restricted to 
100 inches in length and girth combined, determined by meas- 


'See Form 3550, Third Assistant Postmaster General, Division of 
Classification, August 1, 1934. 
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uring the greatest straight line dimension and adding to this 
the measurement of the girth at the thickest part of the pack- 
age. Written or printed invoices, descriptions and prices, 
identification marks, or words of greeting may be inclosed in 
or inscribed on parcel post matter, but no written communica- 
tions may be inclosed. If letters are sent with parcel post ship- 
ments or second or third class mail matter, they must be 
placed in envelopes and tied or attached to the wrapping of 
the parcels on the address side with first class postage sepa- 
rately prepaid. Combination envelopes or containers with two 
compartments, one for the lower classed mail matter and the 
other for the first class communication, are permitted. 
Ordinarily, parcel post matter is shipped securely wrapped 
but not sealed—but sealed parcels of merchandise or other 
fourth class matter may be forwarded at parcel post rates, 
provided the parcels are labeled in printing to show the nature 
of the contents, the name and address of the manufacturer, 
producer, or shipper, and a direction to the postmaster direct- 
ing him to open the package for postal inspection if necessary. 


Parcel Post Rates 


The territory of the United States is divided, for the pur- 
pose of parcel post, into blocks or units of thirty minutes square 
formed by the intersection of the half-degree of latitude and 
longitude. These blocks or units form the bases or centers of 
circles which constitute the eight postal zones. These zones 
are concentric circles of which each unit is the center embrac- 
ing all post offices within the following radii: Zone 1, 50 miles; 
zone 2, 150 miles; zone 3, 300 miles; zone 4, 600 miles; zone 5, 
1,000 miles; zone 6, 1,400 miles; zone 7, 1,800 miles, and zone 8, 
all points beyond a radius of 1,800 miles. 


Each block or unit is numbered and the unit numbers are 
shown in the Official Postal Guide, distributed by the Superin- 
tendent of Documents, U. S. Government Printing Office. The 
parcel post zone location of every postoffice destination with 
respect to the postoffice at which the parcel post is mailed is 
determined by finding the unit number location of the post 
offices in the Official Postal Guide and using the zone key, 
accompanying the guide, that indicates the zone in which the 
destination postoffice falls. 


The rates on parcel post matter reflect distance to some 
extent, though by no stretch of the imagination can they be 
considered distance rates. Parcel post rates are less directly 
affected by distance than are express rates discussed in the 
previous article. They are unlike the flat rates on first, second, 
or third class mail, because of the impracticality of flat rates 
on merchandise traffic, some of which is transported only a 
few miles while other parcel post matter moves across the 
entire continent. If the rates were flat, based on the short 
distance hauls, the result would be a huge postal deficit and 
the attraction of virtually all small parcel traffic from other 
forms of transportation service to the parcel post service. If 
the rates were flat, on the long haul basis, the result would be 
the diversion of short distance parcel post traffic to express, 
freight forwarding, rail and motor truck services, and the 
curtailment of the usefulness of the parcel post service to 
private individuals, mail order houses, manufacturers, whole- 
sale and retail distributors, farmers, and others.’ 

The present parcel post rates are based on weight and 
the zone to which the packages are consigned. Parcels weigh- 
ing less than ten pounds and measuring over 84 inches, but 
not more than 100 inches in length and girth combined, are 
subject to a minimum charge based on the charge for a ten 
pound parcel for the zone to which the parcel is consigned. 

The rates range from seven cents for the first pound to 
forty-two cents for a seventy pound parcel in the local zone. 
The basic or one pound rates for each zone are: seven cents 
for the local zone; eight cents for the first zone; eight cents for 
the second zone; nine cents for the third zone, ten cents for 
the fourth zone; eleven cents for the fifth zone; twelve cents 
for the sixth zone; fourteen cents for the seventh zone; and 15 
cents for the eighth zone. 

The extra charges added to the base rates for each zone 
are as follows: For the local zone—one cent for each two 
pounds; for the first and second zones— one and one-tenth 
cents for each pound; for the third zone—two cents for each 
pound; for the fourth zone—three and 5-tenth cents for each 
pound; for the fifth zone—five and three-tenth cents for each 
pound; for the sixth zone—seven cents for each pound; for the 
seventh zone—nine cents for each pound; for the eighth zone 
—eleven cents for each pound. 

A fraction of a cent in the total amount of postage on any 
parcel is counted a full cent. Thus, the charges on a parcel 
of 54 pounds consigned to a post office in the fourth zone is 
determined by the following formula: Ten cents for the first 





2 Johnson, Huebner and Wilson, ‘Principles of Transportation,”’ 
Appleton, New York, 1928, pages 95-96. 
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pound in the fourth zone plus three and five-tenths cents for 
each of the fifty-three additional pounds, or fifty-three times 
three and five-tenth cents—$1.855, or $1.86, plus the ten cent 
base charge, or a total charge of $1.96. 

Representative parcel post charges for parcels of selected 
weights are shown in the following tabulation: 


Parcel Post -——Parcel Post Packages of Representative Weights—. 

Zones lpound 10pounds 25 pounds 50 pounds 70 pounds 
Local zone ....... $0.07 $0.12 $0.19 $0.32 $0.42 
WISE SOMO c.ccccce .08 18 .35 .62 .84 
Second zone ...... .08 18 .35 -62 84 
Teer GORD ..coces .09 27 57 1.07 1.47 
Fourth zone ...... .10 -42 -94 1.82 2.52 
Fifth zone ....... 11 .59 1.39 2.71 3.77 
REM MOMS. .ccscces 12 15 1.80 3.55 4.95 
Seventh zone ...... 14 .95 2.30 4,55 6.35 
Eighth zone ....... 15 1.14 2.79 5.54 7.74 


The local rates are applied to parcel post mailed either 
to any post office for local delivery at that office, at any city 
letter-carrier office or at a point within the delivery limits of 
such office for delivery by carriers from that office, at any 
post office from which a rural postal route starts for delivery 
on the route, or when mailed at any point on a rural route for 
delivery at any other point on the same route, at the post 
office from which the route starts, or at any point on another 
rural delivery route starting from the same post office.’ 


Special Handling and Special Delivery Services and Charges 


Parcel post matter of certain types that, because of its 
nature, requires fast movement, including shipments of day 
old chicks, ducks, or turkeys, and baby alligators, may be 
consigned with instructions for handling, transported, and de- 
livered in the most expeditious manner possible if marked “spe- 
cial handling” in the space on the parcel directly below the 
postage stamps and above the address or with special handling 
stamps. The special handling charges in addition to the normal 
parcel post rates are: Ten cents for parcels weighing not more 
than two pounds; fifteen cents for parcels weighing more than 
two pounds but not over ten pounds; twenty cents for parcels 
weighing more than ten pounds. 

Special delivery by messenger from the post offices to 
which the consignments are shipped, as well as special han- 
dling, may be arranged by marking the parcels “special de- 
livery” on payment of the following special delivery fees: 
Fifteen cents.for parcels not exceeding two pounds; twenty- 
five cents for parcels exceeding two pounds but not over ten 
pounds; thirty-five cents for parcels weighing more than ten 
pounds. 

Insurance Charges 


The normal or standard parcel post rates do not include 
insurance. Third and fourth class mail matter may be in- 
sured against loss, rifling, or pilferage of contents of the pack- 
ages or damage of contents within a maximum indemnity limit 
of $200 applicable to all parcel post consignments to or from 
post offices in the United States or its possessions or to or 
from United States naval vessels. The extra fees for insur- 
ance are five cents for indemnity up to $5; ten cents for over 
$5 up to $25; fifteen cents for over $25 to $50; twenty-five cents 
from over $50 to $100; thirty cents for over $100 to $150; 
thirty-five cents for over $150 to $200. 

Valuable articles of third and fourth class may be sent as 
‘first class registered mail and insured against loss or damage 
up to a maximum indemnity limit of $1,000 at fees ranging 
from fifteen cents for $5 up to $1 for $1,000 insurance. 

Return receipts for parcel post shipments may be ar- 
ranged for at the time of mailing or after mailing on pay- 
ment of extra fees. 


Collect on Delivery Service 


Collect-on-delivery service is available in connection with 
parcel post service as it is in connection with third class matter 
and sealed matter of any class bearing postage at the first class 
rates—between postoffices of the United States to or from 
which money-order service has been established. The maxi- 
mum amount that can be collected on deliv: ry of any single 
piece of parcel post matter is $200. The fees for C. O. D. 
service are as follows: 


Amount to be collected 


upon delivery Extra fee for C. O. D. service 


Up 00S SOD .n.ccrcccccccccccccvcccccccccccees $0.12 
BB SD BD iene vin ciccsncancdccccesesvevseneess 17 
SE OD. FRED we's 500 nd~ scnwnes sos tdindeanedap ee -22 
EE OD DED 0.50 00100 06.0060.56.9000060.06 4000000005 -32 
BE BD BUND woccces svctecesensisavdneeoeacnces -40 
SD Do hn siceccastpsencvcsckandseeveneses 45 





*Circular III, Third Assistant Postmaster General, Division of Clas- 
sification, October, 1932. 
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Sealed matter may be consigned subject to C. O. D. serv- 
ice as registered mail with the maximum amount of charge to 
be collected limited to $200 but with maximum indemnity up 
to $1,000 for the fees shown below: 


Amount to be collected 
and indemnity 


Extra fee for C. O. D. service 
and indemnity 
$0.25 


ee eS. bhi a cack s cacwaecdetecs business 
$ 10.01 to RE bean wciranhes'y he Sidhe e neh dene ee oe ees 30 
cs lk Sia Une digid. ce Vio de eehenitie- cea wend 40 
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The regulations of the Post Office Department permit the 
sending of insured parcel post shipments at any post office or 
station or by rural carriers. C. O. D. shipments may be made 
at any post office at which money order service is transacted 
or by rural carriers attached to such offices. Insured or C. O. D. 
shipments may not, however, be dropped into street mail boxes 
or mail drops.* 


Limits on Indemnity 


The indemnity paid for insured or C. O. D. shipments is 
for the actual value of the articles actually lost, pilfered, or 
irreparably damaged, or for failure to remit the charges to be 
collected, within the limits provided for by the fees actually 
paid. The “actual, usual, direct, and necessary” costs of re- 
pairing partially damaged articles may be recovered if the 
articles have been packed and marked in strict conformity with 
postal regulations. The postage charges, but not fees for 
insurance, C. O. D., or other special services, may be included 
in claims for complete loss, irreparable damage to entire con- 
tents of the packages, or rifling of the entire contents. 


Guarantee of Return or Forwarding Postage 


The senders of insured and collect on delivery parcels are 
required to guarantee return or forwarding postage necessary 
in case the parcels are undeliverable at the addresses at which 
they are originally consigned. It is recdmmended that the 
parcels should be marked with the name and address of the 
senders and a pledge guaranteeing the return and forwarding 
postage, but, whether or not the pledge is endorsed on the 
parcels, they are handled as though the pledges actually ap- 
peared on the packages. 

If parcel post shipments are made to prospective pur- 
chasers who have not ordered the goods or authorized their 
shipment, the shipments may not be insured nor will indemnity 
be paid for the loss, pilferage, or damage of the goods, even 
if they have been insured. Parcel post C. O. D. service may 
be used only in cases where the shipments are made on the 
basis of bona fide orders for the goods or in conformity with 
agreements between the senders and the addressees. The 
examination of the contents of C. O. D. shipments by the 
addressees is not permitted until the addressees have receipted 
for the goods and paid the charges due on them. Demurrage 
charges at the rate of five cents a day are assessed on each 
Cc. O. D. parcel when the addressees fail to accept delivery 
within fifteen days after the first attempt to deliver has been 
made or the first notices that the goods have arrived at the 
destination post offices have been given. The sender may 
avoid demurrage charges by limiting the retention of the 
parcels at the offices of address to periods not exceeding fifteen 
days. 

4 Packing and Marking of Parcel Post 


Detailed regulations are promulgated by the Post Office 
Department governing the preparation, wrapping, and: mark- 
ing of parcel post matter. These regulations need not be dis- 
cussed in a general article because many of them apply only 
to certain types of merchandise shipped by a relatively small 
number of industrial or commercial concerns. 


Generally, parcel post matter must be wrapped or enclosed 
in such way as that the contents may be easily examined by 
postal employes. If boxed, the lids may be nailed or screwed 
if the lids can be removed readily with chisel or screw driver 
to permit necessary examination of the contents. | The parcels 
must be wrapped so as to stand transportation without break- 
ing and so as not to injure mail bags, other parcels, or the 
persons handling them. Parcels improperly wrapped are ex- 
cluded from the mails. 





‘The status of post offices may be determined by consulting the 
United States Postal Guide. 
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All parcels must be marked legibly and durably with the 
following information: 


1. Name and street, post office, or rural delivery route of the ad- 
dressee. 

2. Name and address of the sender, preceded by the word ‘‘from,”’ 
less conspicuous in size of printing and position than the name and ad- 
dress of the addressee. 

3. Label or writing showing that the articles enclosed are mer- 
chandise and that the parcel is to be transported by fourth class mail 
or parcel post service. 

4. Cautionary markings, such as ‘‘fragile—handle with care,” ‘‘this 
side up,”’ ‘“‘fragile—liquid,’’ ‘‘eggs,’’ or ‘‘perishable.’’ 

5. Markings indicating that the parcels are to receive special han- 
dling, special delivery, or C. O. D. services, when such services are to 
be rendered. 


6. Marking showing if the parcels are insured and their value. 
7. Pledge guaranteeing return or forwarding postage. 


Jurisdiction of Post Office Departments 


The Second Assistant Postmaster General, Division of 
Railway May Service, has jurisdiction over and can be con- 
sulted in connection with the admissibility of matter to the 
mails and the wrapping and addressing of mail matter. 

The Third Assistant Postmaster General, Division of Classi- 
fication, has charge of the classification and admissibility of 
goods as parcel post matter, postage rates, size and weight 
limits, addressing regulations, wrapping to permit examination, 
inclosures, additions, and attaching communications to parcels. 

The Division of Registered Mails, Third Assistant Post- 
master General, has jurisdiction over insurance, registry, and 
Cc. O. D. arrangements. 

Detailed regulations bearing on these matters may be ob- 
tained from these offices on application. 


IMPORT FERTILIZER RATES 


Testifying on behalf of the interested railroads at the 
hearing on fourth section application 16350, export and im- 
port rates between Gulf and South Atlantic ports and points 
in C. F. A., W. T. L. and Illinois territories, before Examiner 
Hagarty in Chicago June 5 and 6, K. C. Bogue, secretary, 
Southern Ports Foreign Freight Committee, said the fourth 
section departures, permission for which was asked in the ap- 
plication, were necessary to maintain the basis of rates put 
in in keeping with the Commission’s orders in the import rate 
case, I. and S. 3718. The commodity involved was fertilizer. 

The witness said that the rates were now in effect under 
a temporary order but that a permanent order was necessary, 
not only to keep them in effect, but to enable the interested 
railroads to build up their traffic with a knowledge that they 
would remain in effect. The rates were originally designed 
to meet the competition of traffic from the north Atlantic ports 
into the destination territory involved and were generally made 
on a parity with the North Atlantic port from which the lowest 
rate applied. Typical was the rate from New Orleans to Cin- 
cinnati of 26 cents as compared with the rate to Danville, Ky., 
an intermediate point, of 31 cents. 

The temporary order contained no circuity clause. It did, 
however, limit the rates to a ton-mile revenue of 5 mills. The 
witness said nothing more was asked in the application for 
permanent relief, but indicated that, so far as the railroads 
were concerned, the minimum earning limit might well be a 
little lower. 


COAL TO GROTON S. D. 


J. E. Flansburg, assistant to the vice-president, Chicago 
and North Western, testifying at the hearing on fourth section 
application No. 16232, before Examiner Hagarty, in Chicago, 
June 10, said the relief sought in that application was necessary 
to meet competition with railroads, having the short line routes 
on fine coal. The traffic involvea was that type of bituminous 
coal from the head of the lakes group, including Duluth and 
Steelton, Minn., and Superior, Superior East End, Itasca, and 
Ashland, Wis., to Groton, S. D. 

Mr. Flansburg said permission to make rates to Groton 
over the lines of the C. and N. W., the C. St. P. M. and O., and 
D. M. and N. lower than to intermediate points on lump coal 
was included in the Commission’s order in the Holmes and 
Hallowel case, 69 I. C. C. 11. The present application, he 
added, was merely a request to apply the same basis on fine 
coal. The request was to reduce the rate to Groton from $2.97 
to $2.85 a ton to meet the rate now available to Groton con- 
sumers via the C. M. St. P. and P. while maintaining rates as 
high as $2.97 to points as far back east as Kampeska, S. D. 
A temporary order granting that permission was issued by 
the Commission under No. 12273 on March 16 of this year. 
The interested railroads would like to have that order made 
permanent, he said. There was no opposing evidence entered 
at the hearing. 
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SHIP SUBSIDY LEGISLATION 


The Traffic World Washington Bureau 


Proposed ship subsidy legislation is not on the legislative 
program to be completed at this session of Congress, according 
to Speaker Bankhead, of the House of Representatives. 

Chairman Copeland, of the Senate commerce committee, 
has revealed an intention to ask the Senate to take up the 
subsidy bill June 15 when Congress will resume its session, 
presumably for a short period. 

If agreement is reached early after June 15 on the tax 
bill, which is now in conference between the House and Senate, 
it is expected that Congress will adjourn sine die. 

Congress, before it quits, will have to act on the question 
of appropriating $26,500,000 to meet payments under the ocean 
mail contracts. This matter is now in conference between the 
House and the Senate, the latter having reduced the $26,500,000 
to $4,500,000 to eliminate the subsidy involved in the mail 
payments. This action was predicated on the assumption that a 
subsidy bill would be passed. 

The expectation is that, at the last moment, if there is no 
chance for a subsidy bill, the appropriation of $26,500,000 will 
be voted. The money involved is for the fiscal year beginning 
July 1. 

Post Office Department officials and shipping lines holding 
ocean mail contracts were concerned this week over the situa- 
tion with respect to the appropriation for the mail contracts. 
It was indicated that the Post Office Department felt it 
could make no commitments for the next fiscal year with 
respect to the contracts unless the $26,500,000 were appro- 
priated. 

Though Assistant Secretary of Commerce Johnson had not 
given up hope this week that a subsidy bill would be passed 
before Congress adjourns, he admitted that the outlook was 
not promising. The Department of Commerce has been hold- 
ing in abeyance formulation of new policies with respect to 
the merchant marine in the expectation that a subsidy bill 
would be passed and the work taken over by a maritime com- 
mission. If a bill is not passed at this session of Congress, 
steps may be taken by the department with respect to con- 
solidation or transfer to private interests of the remaining 
government-owned shipping lines—the America France Line, 
the American Pioneer Line, the American Republics Line, the 
American Hampton Roads Yankee Line and the Oriole Lines. 
Department officials, however, say they expect a subsidy bill 
to be passed early at the next session of Congress if one is 
not passed at this session. 

An appeal for passage of a ship subsidy bill from John F. 
Fitzgerald, member of the Boston Port Authority, has been 
submitted to the Senate by Senator Walsh, of Massachusetts. 

“T think the President owes it to us, who have been fight- 
ing for Democratic success in this state for half a century, 
to be able to say that a Democratic Congress and a Democratic 
President did not abandon its (their) plain duty in the matter 
of righteous support of the present merchant marine,” said 
Mr. Fitzgerald. 


OCEAN SHIPPING NEWS 


The Traffic World New York Bureau 


The ocean freight market was dull last week with the 
exception of the trans-Atlantic sugar and scrap iron trades, 
where more than usual interest was manifest. Freight rates 
held their previous levels in most directions and tonnage con- 
tinued to offer rather sparingly. 

Due to the great increase in foreign demand for scrap 
iron and steel, American dealers in these commodities are 
planning to form an association to operate under the Webb- 
Pomerene export trade act. Benjamin Schwartz, director gen- 
eral of the Institute of Scrap Iron and Steel, Inc., said the 
chief aims of the export body for the present would be to pro- 
mote foreign trade in scrap, to consider the advisability of 
chartering ships jointly by exporters, thus saving freight 
charges, and to prepare standards for the guidance of foreign 
customers. He added that, though the act permitted entering 
into agreements fixing prices and allocating trade quotas for 
export markets, this would not be done at present. The name 
of the new group will probably be the American Scrap Ex- 
porters’ Association. 


The grain trade was marked by little activity. Grain ship- 
pers are awaiting with interest the outcome of the next meet- 
ing in Montreal of conference lines operating from the North 
Atlantic and Canada to the Continent, at which it is expected 
the grain rate situation will be thoroughly discussed. 

Grain fixtures included a steamer fixed for 26,000 quarters 
from Albany to Rotterdam at 2s for mid-June loading and 
another steamer of about 6,000 tons, reported as fixed for grain 
from Albany to Antwerp-Rotterdam, at 2s for June. 

Trans-Atlantic sugar fixtures included a vessel of 3,191 
net tons from Cuba to Rotterdam on the basis of 13s 9d for 
June loading; two steamers from Cuba to U. K.-Continent, one 
of 2,867 net for July at 13s 9d and the other of 3,177 net at 
13s 742d for June, and a steamer of 3,591 net tons from Cuba 
to Marseilles at about 14s for June loading. 

Activity in the time charter trade was confined entirely 
to West Indies and Canadian business, mostly round trips. 

Few scrap iron fixtures developed but scrap was reported 
as offering in several directions and operators were expected 
to enter the market in the near future for tonnage in late June 
or early July position. A steamer of 2,890 net was fixed from 
the South Atlantic to U. K. at 12s 9d f. d. or 13s 3d if two load- 
ing ports and 3d less if Glasgow or Ardrossan for June loading. 
A steamer of 3,353 net tons was fixed from the South Atlantic 
to Japan at 13s 9d f. i. o. for July loading. 

In the tankers trade an American steamer, 7,500 tons 
dirty, was fixed from San Pedro to Balboa at 22%c for July. 
From the Gulf a dirty cargo, 13,000 tons was fixed to Dunkirk 
on the basis of 14s 6d for early July loading and a motorship 
of 7,500 tons was fixed with a clean cargo to Rio de Janeiro 
or Santos at 15s for July loading. 

Activity in the export coal trade was at a standstill, out- 
side of scattered West Indies and Canadian business. 


Canadian Wheat Via U. S. Ports 


A conference on ways and means of removing restrictions 
on the flow of Canadian wheat to the United Kingdom by way 
of U. S. north Atlantic ports was held June 4 at the offices of 
the Port of New York Authority, with representatives of rail- 
roads, steamship, and canal transportation lines, terminal ele- 
vators, grain shippers, and port agencies in attendance. Ports 
represented included New York, Baltimore, Philadelphia, Bos- 
ton and Buffalo. J. E. Ramsey, general manager of the Port 
Authority, presided. 

Mr. Ramsey was authorized to request a meeting with Sec- 
retary of State Hull in Washington to enlist the aid of the 
State Department in connection with pending negotiations on 
a reciprocal trade agreement between the United States and 
Great Britain. The movement of Canadian grain through the 
United States has been restricted ever since the consummation 
of the Ottawa agreements in 1932 by. the requirement of docu- 
mentary evidence of through consignment from Canada to the 
United Kingdom. 


An agreement with the British Board of Customs and Ex- 
cise was worked out in London in May, 1933, by representa- 
tives of the organizations that met at the conference last week, 
stipulating the documents required and seven test shipments 
aggregating approximately 500,000 bushels of wheat were 
shipped in accordance with this agreement and accepted for 
free entry. There were long delays, however, and the grain 
trade appeared fearful of the financial risk involved in making 
large shipments. In the last year, according to the Port Au- 
thority, practically no Canadian grain has moved to the United 
Kingdom through United States ports. 


Those attending the conference were uranimously of the 
opinion that the aid of the State Departme at should be en- 
listed to ease the movement and to insure that future ship- 
ments would be accepted with a minimum of delay and without 
the requirement of additional documents. 


The International Longshoremen’s Association will extend 
its efforts to keep trucks driven by non-union men off piers in 
the Port of New York as a result of the decision of the Supreme 
Court on June 1 refusing to consider the suit of New York 
shipping and industrial organizations in the case, Joseph P. 
Ryan, president of the longshoremen’s group, said. The New 
York organizations had sought a writ of certiorari to get a 
ruling on the right of New York State courts to grant an 
injunction against union dock workers who refused to load 
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or unload freight from trucks driven by non-union drivers. Mr. 
Ryan said the court’s decision meant that the union’s efforts 
were legal and that the only way that uniform trucking rates 
could be effected in the port was by obtaining uniform wages 
and working conditions for the men in the industry. Walter 
Gordon Merritt, counsel for the plaintiffs, said the court’s rul- 
ing did not alter the merits of the case and asserted that 
another suit would be brought if the union men again refused 
to serve non-union trucks. None of the courts has put legal 
sanction on the activities of the unions or carriers, he said, and 
the case failed only because of technical questions as to the 
proper tribunal and the proper remedy. 

C. H. C. Pearsall, president of the Colombian Steamship 
Line and president of the Propeller Club of the United States, 
said, in an address before the Sales Executive Club of New 
York, that federal aids to shipping would not, alone, result in 
an adequate American merchant marine and urged increased 
patronage of American-flag vessels by the shipping and travel- 
ing public. The sales executives appointed a committee of 
three to urge both Republicans and Democrats to include a 
strong merchant marine plank in their platforms. Joseph B. 
Weaver, director of the Bureau of Navigation and Steamboat 
Inspection of the Department of Commerce, was a guest at the 
meeting. 

Early developments in the reorganization of the old United 
States Intercoastal Conference were forecast when a commit- 
tee of five representatives of the intercoastal steamship lines 
was named this week to select a chairman for the reorganized 
conference. The committee is composed of John W. Chap- 
man, vice-president, Grace Line; Oliver P. Caldwell, traffic 
manager, Luckenbach Steamship Company; G. A. Dundon, At- 
lantic Coast manager, McCormick Steamship Company; A. E. 
King, freight traffic manager, Isthmian Line, and H. W. War- 
ley, vice-president and general manager, Calmar Line. The 
committee is expected to meet all applicants and make its se- 
lection of a chairman, probably some time next week. 


WATER CARRIER AGREEMENTS | 


The following described action has been taken by the 
Department of Commerce on freight agreements filed pursuant 
to the provisions of section 15 of the shipping act, 1916, as 
amended: 

Agreements Approved 


3868-2, between Colombian Steamship Company, Inc. (Grace Line), 
Grace Line, Inc., Lykes Bros. Steamship Co., Inc., United Fruit Co. 
et al., revises agreement of the Atlantic and Gulf/Panama Canal Zone, 
Colon and Panama City Conference to provide for holding of meetings 
upon notice from the secretary instead of on the first Thursday of 
each month. 

4805, between Nippon Yusen Kaisha and American-Hawalian Steam- 
ship Company providing for the transportation of cargo, except silk, 
bullion, and specie under through bills of lading from China, Japan, 
and the Philippine Islands to United States Atlantic Coast ports, 
with transhipment at Seattle. 

4873, between Luckenbach Gulf Steamship Co., Inc., and Oceanic 
& Oriental Navigation Company providing for the transportation of 
cargo under through bills of lading from United States Gulf of Mexico 
ports to Japan, Korea, Formosa, Siberia, Manchuria, China, Hongkong, 
French Indo-China, and the Philippine Islands, with transhipment at 
Los Angeles Harbor or San Francisco. 

4996, between Swayne & Hoyt, Ltd., Managing Owners (Gulf Pa- 
cific Line), and Silver Line, Ltd., providing for the transportation 
of cargo, with the exception of lumber and shingles, under through 
bills of lading from United States Pacific Coast ports to the Union 
of South Africa and Portuguese East Africa, with transhipment at 
Galveston, Houston, or New Orleans. 

5000, between The Export Steamship Corporation, Compania Es- 
panola de Navegacion Maritime S. A., and Societe Franco Iberique 
D'Armement establishing a conference to be known as Spain-Portugal/ 
North Atlantic Range Conference to deal with rates of freight and 
other matters in connection with transportation of cargo from Mediter- 
ranean and Atlantic ports of Spain, except Spanish ports on the Bay 
of Biscay, and from Lisbon, Portugal, to North Atlantic ports of the 
United States. 

5009, between Panama Mai] Steamship Company (Grace Line) and 
Bay Cities Transportation Co. providing fer the transportation of 
cargo under through bills of lading between United States Atlantic 
Coast ports and Oakland, Alameda, and Richmond, with transhipment 
at San Francisco. 

5079, between Frank Waterhouse & Co. of Canada, Ltd., and 
Calmar Steamship Corporation providing for the transportation of 
shingles under through bills of lading from Chemainus, Powell River, 
New Westminster, Vancouver, and Victoria, British Columbia, to 
United States Atlantic Coast ports, with transhipment at Seattle. 

5113, between Swayne & Hoyt, Ltd., Managing Owners (Gulf Pa- 
cific Line), and N. V. Stoomvaart Maatschappy Nederland, N. V. 
Rotterdamsche Lloyd (Pacific-Java-Bengal Line), providing for the 
transportation of cargo, under through bills of lading from United 
States Pacific Coast ports to ports in Union of South Africa and Portu- 
guese East Africa, with transhipment at Galveston, Houston, or New 
Orleans. 

5116, between Luckenbach Steamship Company, Inc., and The 
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(District Court, E. D. New York.) A “bill of lading,” in 
addition to being a receipt, is a contract of carriage, and prior 
negotiations and oral agreements between parties are con- 
clusively presumed to be merged therein. (The Jean Jadot, 
14 Fed. Supp. 161.) 

Ocean carrier could not justify non-performance under bill 
of lading providing that goods should be delivered at desig- 
nated port, or as near thereto as she may safely get, upon 
ground that shipper by reason of his conduct in certain previous 
transactions had impliedly authorized carrier to deliver goods 
elsewhere.— Ibid. 

Where bill of lading provided for ocean carrier’s delivery 
of goods at Antwerp, but carrier, without justification, at- 
tempted to deliver goods at Geneva, and goods, while being 
transported there, were seized under process of Swiss courts, 
carrier could not escape liability therefor under provision of 
bill of lading exempting carrier from liability for loss occa- 
sioned by restraint of princes, rulers, or people.—Ibid. 

Carrier’s defense to libel against it for loss of goods seized 
under process of Swiss courts when carrier, in violation of 
bill of lading, attempted to deliver goods at Geneva instead of 
Antwerp, that performance of bill of lading would likewise 
have been prevented by Belgium government, held insufficient, 
where carrier failed to plead substance of foreign law relied 
upon.—Ibid. 

Carrier’s defense to libel against it for loss of goods seized 
under process of Swiss courts when carrier, in violation of bill 
of lading, attempted to deliver goods at Geneva instead of 
Antwerp, that libelant by attempting to recover possession of 
goods and otherwise asserting ownership had waived any right 
to recover for misdelivery of goods, held insufficient, where 
libelant was suing for breach of contract.—Ibid. 


(Circuit Court of Appeals, Second Circuit.) While ship 
must be reasonably fitted for her service, she ordinarily need 
not conform to higher standard of care than that which prevails 
among duly accredited masters of experience. (United States 
Steel Products Co. vs. American & Foreign Ins. Co., 82 Fed. 
Rep. (2d) 752.) 

Ship is seaworthy if she had proper documents on board 
and if, when she sails, such of her charts and light lists are 
corrected as cover waters she will enter before her officers 
will have ready opportunity to correct them (Harter Act, sec. 
3, 46 U. S. C. A., sec. 192).—Ibid. 


Failure to correct charts and light book before setting 
sail did not render ship unseaworthy, and hence owner was 
not responsible for negligent navigation, where charts and light 
book could have conveniently been brought up to date before 
ship reached waters which charts and book covered, notwith- 
standing that on previous voyage through same waters ship 
had set sail without having proper charts and light book 
aboard (Harter Act, sec. 3, 46 U. S. C. A., sec. 192).—Ibid. 





Export Steamship Corporation providing for the transportation of 
cargo, other than canned goods and dried fruit, under through bills 
of lading from United States Pacific Coast ports to France, Italy, 
Malta, Morocco, Spanish Morocco, Algeria, Tunisia, Greece, Turkey, 
Egypt, Palestine, Syria, and Roumania, with transhipment at New 
York. 

5139, between McCormick Steamship Company and Weyerhaeuser 
Steamship Company providing for the transportation of cargo under 
through bills of lading from San Diego, Calif., to United States At- 
lantic Coast ports, with transhipment at Los Angeles Harbor. 

5155, between The New York and Porto Rico Steamship Company 
and the New York and Cuba Mail Steamship Company providing for 
the transportation of green salted hides from Puerto Rican ports to 
Havana, Cuba, with transhipment at New York. 

5167, between Yamashita Kisen Kabushiki Kaisha and American 
Line Steamship Corporation, The Atlantic Transport Company of 
West Virginia (Panama Pacific Line), providing for the transporta- 
tion of raw silk under through bills of lading from Japan, Korea, 
Formosa, Manchuria, China, Hongkong, and Indo-China to United 
States Atlantic Coast ports, with transhipment at Seattle, thence rail 
connections to San Francisco for delivery to intercoastal carrier. 

5168, between Kawasaki Kisen Kaisha (‘‘K’’ Line) and American 
Line Steamship Corporation, The Atlantic Transport Company of West 
Virginia (Panama Pacific Line), providing for the transportation of 
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raw silk under through bills of lading from Japan, Korea, Formosa, 
Manchuria, China, Hongkong, and Indo-China to United States At- 
lantic Coast ports, with transhipment at Seattle, thence rail connec- 
tions to San Francisco for delivery to intercoastal carrier. 

5169, between Cunard White Star, Ltd., and Bull Insular Line, 
Inc., providing for the transportation of cargo under through bills of 
lading from the United Kingdom to Puerto Rico, with transhipment 
at New York. 

5170, between Bull Insular Line, Inc., and Cunard White Star, 
Ltd., providing for the transportation of cargo under through bills 
of lading from Puerto Rican ports to the United Kingdom, with tran- 
shipment at New York. 

5172, between Panama Mail Steamship Company (Grace Line), 
and Cunard White Star, Ltd., providing for the transportation of 
cargo under through bills of lading from United States Pacific Coast 
ports to the United Kingdom, with transhipment at New York. 

5180, between Osaka Shosen Kabushiki Kaisha (O. S. K. Line) 
and American-Hawalilian Steamship Company, providing for the trans- 
portation of cargo under through bills of lading between ports in 
Brazil and Seattle and Tacoma, Wash., as well as Portland, Ore., 
with transhipment at Los Angeles Harbor. 


Agreements Canceled 


Conference Agreement 196, between The Export Steamship Cor- 
poration, Compania Espanola de Navagacion Maritima S. A., and 
Societe Franco Iberique D’Armement providing for the functioning of 
the member lines as a conference to deal with freight traffic from At- 
lantic Coast ports of Spain to North Atlantic ports of the United 
States. Conference agreement 196 has been superseded by a new agree- 
ment between the same parties designated as Agreement No. 500. 

500, between American-Hawaiian Steamship Company and Edward 
P. Farley and Morton L. Fearey, Trustees of Munson Steamship Line, 
providing for the transportation of canned goods, dried fruit, beans, 
peas, wrapping paper, and printing paper under through bills of lad- 
ing from Pacific Coast ports to Cuba, with transhipment at New York. 

1591, between Luckenbach Gulf Steamship Company, Inc., and 
Oceanic & Oriental Navigation Company, which has been superseded 
by 4873. 

2044, between Swayne & Hoyt, Ltd., Managing Owners (Gulf Pa- 
cific Line), Silver Line, Ltd., and Pacific-Java-Bengal Line, which 
has been superseded by 4996 and 5113. 

2301, between Nippon Yusen Kaisha and American-Hawallan Steam- 
ship Company, which has been superseded by 4805. 

2307, between Oceanic & Oriental Navigation Company and Argo- 
naut Steamship Line, Inc., which provided for the transportation of 
cargo under through bills of lading from ports in China, Japan, and 
the Philippine Islands to United States Atlantic Coast ports, with 
transhipment at San Francisco or Los Angeles Harbor. 

4766, between Frank Waterhouse & Co. of Canada, Ltd., and Calmar 
Steamship Corporation, which has been superseded by 5079. 

3004, between J. Lauritzen of Copenhagen and Bull Insular Line, 
Inc., which provided for the transportation of garlic under through 
bills of lading from Chile to Puerto Rico, with transhipment at New 
York. 

3136, between Cunard White Star, Ltd., Anchor Line (Henderson 
Bros.), Ltd., A. S. Macharg, Liquidator, and Bull Insular Line, Inc., 
which provided for the transportation of cargo under through bills 
of lading from the United Kingdom to Puerto Rico, with tranship- 
ment at New York. 

3138, between Bull Insular Line, Inc., Cunard White Star, Ltd., 
and Anchor Line (Henderson Bros.), Ltd., A. S. Macharg, Liquidator, 
which provided for the transportation of cargo under through bills 
of lading from Puerto Rico to the United Kingdom, with tranship- 
ment at New York. 


3291, between Panama Mail Steamship Company (Grace Line), 
Cunard White Star, Ltd., and Anchor Line (Henderson Bros.), Ltd., 
A. S. Macharg, Liquidator, which provided for the transportation of 
cargo under through bills of lading from United States Pacific Coast 
ports to the United Kingdom, with transhipment at New York. 


FALSE BILLING 
Editor The Traffic World: 

The shipping industry, both shippers and carriers, are 
deeply interested in the bill, S. 3467, enacted by Congress June 
3. It will doubtless be signed by the President within a few 
days. 

This new law broadly prohibits false billing, which has 
been altogether too prevalent in the industry for many years, 
and specifically provides a fine of not more than $5,000 for 
each offense by any person who shall, knowingly and willfully, 
directly or indirectly, by means of false billing, false classifi- 
cation, false weighing, false report of weight, or by any other 
unjust or unfair device or means to obtain or attempt to obtain 
transportation by water for property at less than the rates 
or charges which would otherwise be applicable; also for any 
common carrier by water to allow any person by such means 
to obtain transportation for property at less than the regular 
rates or charges than established and enforced on the line of 
such carrier. 

The new act is an amendment to section 16, shipping act, 
1916. 

With these specific prohibitions and the penalties attached 
for violation of the act, it is believed that various sharp prac- 
tices, such as misclassification, false weights, false measure- 
ment, and false claims, which have deprived the carriers of 
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large amounts of revenue and have served to produce dis- 
crimination and prejudice as between shippers will be effec- 
tively terminated. 

The carriers intend to avail fully of the protection afforded 
by this new act so as to do away with the prejudice to them- 
selves and discrimination to honest shippers which is brought 
about by the questionable practice of a small minority. 

The new act is all inclusive as to the persons covered 
thereby, for the penalty applies to the carrier, any shipper, 
consignor, consignee, forwarder, broker, or other person, or 
any officer, agent, or employe thereof. 

The law previously was not sufficient, as it did not apply 
to all parties to the transaction. We have tried for a number 
of years to have this deficiency corrected, and now that we have 
it, correction of this vicious practice will be accomplished; prob- 
ably through the establishment of an inspection bureau, but 
corrected, nevertheless. 

J. Sinclair, Chairman, 
Trans-Atlantic Associated Freight Conference. 
New York, N. Y., June 4, 1936. 


SATURDAY DEMURRAGE 


Editor The Traffic World: 

Inasmuch as industry, for the most part, does not work its 
employes on Saturdays and since under demurrage rules, 
Sundays, holidays, etc., are exempt from demurrage, it occurs 
to the writer to suggest that Saturday, also be exempt in the 
collection of demurrage charges on carload shipments or on 
empty cars placed for loading on that day of the week. What 
have the traffic men to say about this? E. A. Burke. 

New York, N. Y., June 11, 1936. 


FLEET CORPORATION CHANGE 


Otto Praeger, special assistant to Director Peacock, of the 
Shipping Board Bureau, and vice-chairman of the board of 
trustees of the Fleet Corporation, said June 11 he had been 
offered a transfer to the Texas Centennial Commission but 
that the offer was not satisfactory and that the matter was 
not settled as to whether he would go. Assistant Secretary 
of Commerce Johnson said Mr. Praeger had advised Secretary 
Roper some time ago he wished to retire. 


LOANS FOR SHIPS 


Objection by Senator Couzens, of Michigan, prevented ac- 
tion in the Senate on S. 4187, authorizing the RFC to make 
loans for improvements to ships in the interest of safety. 
Senator Copeland urged that the bill be passed in order that 
shipowners required to make changes in the interest of safety 
would not have the excuse they could not finance them. 


GULF-PACIFIC SOYA MEAL RATE 


The Secretary of Commerce, in Shipping Board No. 370, 
Gulf westbound intercoastal soya bean oil meal rates, has 
found justified a proposal to increase the rate on soya bean 
oil meal, in sacks, from Gulf ports to Pacific coast ports, via 
the canal, from $5.50 a net ton, minimum 500 tons, to $6.50 a 
ton, same minimum. The order of suspension has been vacated 
and the proceeding discontinued. The proposal was made by 
the Luckenbach Gulf Steamship Co., Inc., Swayne & Hoyt, Ltd. 
(Gulf Pacific Line), Gulf Pacific Mail Line, Ltd., and on- 
carriers. 





PANAMA CANAL TRAFFIC 


In May 488 commercial vessels transited the Panama Canal! 
and the tolls thereon amounted to $2,081,103.73, according to 
the War Department. In the preceding month there were 482 
transits and the tolls amounted to $2,079,730.70. For the six 
months ended with May the transits totaled 2,879 and the tolls, 
$12,423,141.93, as against 2,609 transit and tolls of $11,595,130.17 
for the corresponding 1934-1935 period. 


DANGEROUS CARGOES BY WATER 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has reported for passage, with amend- 
ments, H. R. 12951, a bill seeking to provide safety in harbors, 
on inland navigable waters and on the high seas for property 
and life where inflammable or combustible liquid cargo in bulk 
is being transported by water. Chairman Bland said the gen- 
eral object of the bill was to extend the general inspection 
laws to vessels carrying inflammable or combustible liquid 
cargo in bulk. 


SHIPOWNER’S LIABILITY 


President Roosevelt has signed S. 4655, an act relative to 
limitation of shipowner’s liability with respect to loss of life 
and injury to persons. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

étate commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Tariff Interpretation—Application of Mixed Carload Rule of 
Tariff of Emergency Charges 


New York.—Question: Our attention has been called to an 
article in your May 23 issue, page 1016, entitled “Tariff Inter- 
pretation—Application of Mixed Carload Rule of Tariff of 
Emergency arges.” ] 

Your answer is not definite but we have no doubt you in- 
tended it to be construed by the public as favorable to the 
theory that the emergency charge on the shipment in question 
should have been 5 cents per 100 pounds, with a maximum of 
seven per cent of the line haul transportation charges, both 
sums to be computed on the weight of the dried fruit, and 
doubtless the self-interested portion of the public will so con- 
strue your indefinite ruling. 

The only point at issue, apparently, is whether the seven 
per cent of transportation charges is to be considered as refer- 
ring to the transportation charges on the entire shipment or 
the transportation charges computed on the weight of the dried 
fruit. Were it not for Item 30-A which mitigates the applica- 
tion of Part 1, seven per cent of the line haul transportation 
charges with the maximum of 5 cents per 100 pounds would 
be the basis on all mixed carloads, since mixed carloads are 
not mentioned in Part 4. In Part 1 there can be no question 
as to reference to the total line haul transportation charges 
upon the shipment. In Item 30-A any such question is definitely 
precluded by reference to the “aggregate” line haul transporta- 
tion charges. 


In your ruling you attempt to invoke the terms of the 
second sentence of Item 30-A relating to a deficiency in weight. 
This refers to situations where the actual weight of the carload 
is, for example, 36,000 pounds and the carload is subject to a 
minimum weight of 40,000 pounds, the question thus being 
raised as to what should be done with the 4,000 pounds 
deficiency. Question of weight, as dealt with in the second 
sentence, can only refer to the computation by use of emergency 
charge rates and has nothing whatever to do with the computa- 
tion of seven per cent of the aggregate line haul transporta- 
tion charges as definitely mentioned in the first sentence. 

You have hopelessly confused weight with transportation 
charges. An indication of your confusion may be found in your 
reference in the third paragraph of your answer as to what is 
considered in arriving at the minimum charges to be applied 
on the shipment. No minimum charges are mentioned. The 
two charges are alternative maxima. 

In the nature of things, your article will give encourage- 
ment to certain people who wish to apply an erroneous and 
unlawful interpretation to Item 30-A and will thus cause the 
administrators of the emergency charge tariff considerable 
annoyance. We therefore ask that in — next issue you make 
an unqualified withdrawal of your ruling. 

Answer: If it were not for the use of the words, “if any,” 
in the first sentence of Item 30-A, the application of the item 
would be entirely clear. When, however, it is stated that the 
maximum or specific carload emergency charge rates, if any, 
will be applied to the weight of each article, subject to 7 per 
cent of the aggregate line-haul transportation charges as a 
maximum, there is, in our opinion, doubt as to whether the 

rtion of the shipment not subject to an emergency charge 
is subject to the maximum charge of 7 per cent, even though 
the word “aggregate” is used. 

This was the basis of our interpretation of the item, al- 
though the answer does not bring it out. 

The reference to the second sentence relating to deficiency 
in weight is merely in confirmation of our statement that the 
item, when its entire context is considered, does not make it 
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clear that the 7 per cent maximum applies to the weight of 
all the articles in the shipment. 

The fact that Item 30-A is intended to mitigate the applica- 
tion of Part 1, has no bearing upon the application of that item 
if, under its terms, the weight of commodities which are not 
subject to an emergency charge is not to be considered in 
applying the 7 per cent maximum. 

We do not wish to cause confusion in the application of 
this item, but, even granting that you are right in your con- 
tention that the entire weight of the shipment is subject to the 
7 per cent maximum, it appears to us that the item should be 
clarified so as to remove any doubt in that respect, which 
doubt, as we have stated, is created by the use of the words 
“if any,” as now used in the item. 


State Versus Interstate Traffic—Drayage 


California.—Question: Kindly refer to your definition under 
the above caption in your answer to Pennsylvania, page 792 
of the April 25 Traffic World. 

True, where there is an original and continuing intention 
to move goods from one state to another, that movement is 
interstate in character. However, since there must be a be- 
ginning and an end to everyone's liability, there must also be 
a beginning and an end to an interstate shipment; e. g., vendor 
in New York receives an order from vendee in San Francisco on 
f. o. b. New York basis, and vendor’s own truck delivers the 
shipment to the New York Central Railroad, who issues bill of 
lading. This, according to our interpretation, marks the be- 
ginning of the interstate shipment, meaning the act as carrier 
receives the shipment and signs for it. This interstate move- 
ment terminates, we understand, when delivering carrier places 
the shipment in his freight shed, obtaining consignee’s, or his 
authorized representative’s signature in receipt of the ship- 
ment and payment of freight charges. 


We believe your interpretation correct where carriers are 
authorized to maintain store door pick-up and delivery service 
on interstate shipments, or, for example, in Acme Fast Freight 
or Atlas movements or movement of a similar nature where 
tariff includes store door deliveries. If your interpretation, as 
outlined in your April 25 Traffic World, is correct, then when 
does an interstate shipment begin and where does it end? 
Further, every man, woman or child would become part of an 
interstate carrier, for what difference is there if a resident of 
California expresses a dress to his daughter in a Nevada town 
that maintains no delivery service and consignee sends her 
little brother to call for the shipment to take it home; is this 
lad a terminating delivering carrier of this interstate ship- 
ment? 

Answer: There is a distinction between a situation such as 
described in the second paragraph of your letter and that in- 
volved in the question of Pennsylvania on page 792 of the April 
25 issue of The Traffic World, namely, that in the instance you 
describe a drayage service is performed by other than a com- 
mon carrier, while in the other instance the service is per- 
formed by a common carrier. 


Under the decision of the Supreme Court of the United 
States in Pennsylvania R. Co. vs. Public Utilities Commission 
of Ohio, decided April 27, 1936, transportation by an owner of 
goods who is not a common carrier, but furnishes implements 
of carriage for its own use exclusively between points in two 
states in connection with intrastate transportation by railroads 
who are in business # common carriers, does not constitute 
the transportation by the owner of the goods interstate traffic, 
within the provisions of the interstate commerce act. 

Drayage service by a common carrier, if a part of a con- 
tinuous movement from a point in one state to a point in another 
state is, however, interstate transportation subject to the inter- 
state commerce act. - 


Whether there is a continuity of movement involving the 
drayage service from a point in one state to a point in another 
state is the determining factor in arriving at a decision as to 


whether the drayage service constitutes interstate transporta- 
tion. 


Damages—Delay—Speculative or Uncertain Profits 


New York.—Question: On May 27, 1935, we made an 
L. C. L. shipment of bathing suits via X Railroad, C. & D. Serv- 
ice, New York City, to A, Pennsylvania. 

The consignee was most anxious to secure delivery of this 
shipment upon arrival, because of the sales possibilities of the 
bathing suits on May 29, 30 and 31. A local swim-meet was 
to be held in this town on these dates, which marked the 
official opening of the swimming season. 

It appears that the car bearing this L. C. L. shipment 
arrived at or near A on May 29th, and the consignee, expecting 
the arrival of the shipment, went to the X Railroad agent at 
A, and requested delivery on May 29th. 

It is claimed by the consignee that the agent at A, instead 























































































































































lotta italien ated 


va 


i Ahm a 


par 


aS a . 


a me es 





























PAGE 1166 


of delivering this shipment (which, bear in mind, moved under 
the X Railroad Store-Door Delivery service), used his delivery 
facilities and time, to perform some other job, entirely foreign 
to the X Railroad’s business. Subsequently, the X Railroad 
agent did not deliver the shipment until June 1, 1935. 

Being deprived of having these bathing suits in his store 
for sale on the banner bathing suit salesdays of the season, 
because of the negligence of the X Railroad agent at A, the 
consignee filed a claim against the X Railroad for $122.00. 

The sum is based on the loss the consignee claims was sus- 
tained through loss of known and potential sales on May 29, 
30 and 31. 

Will you please advise if there is any cause for action 
against the X Railroad in the above case, and if so, please quote 
any court decisions on record. 

Answer: For unreasonable delay in the transportation of 
nearly all classes of goods the shipper is entitled to recover 
the difference between the market value of the goods at the 
time and place at which delivery should be made, and their 
market value when delivery was actually made. In the nature 
of things, such damage, it is said, is deemed to have been within 
the contemplation of the parties at the time the contract was 
made, as probable consequence of an unreasonable delay. 


To authorize a recovery for losses of profits in business 
because of an unreasonable delay of goods to be used in such 
business, it is essential that the carrier should have had notice 
either from the nature of the contract itself or by explanation 
of the circumstances at the time the contract was made that 
such damage would ensue from nonperformance. (Waite vs. 
Gilber (Mass.), 10 Cush. 177; Higgins vs. U. S. Express Co. 
(N. J.), 85 A. 450; Brown vs. Weir, 88 N. Y. S. 479; Goodfield 
vs. Platt, 130 N. Y. S. 180). It is further essential that the data 
of estimating such damages should be so definite and certain 
that they can be ascertained reasonably by calculation; specu- 
lative or uncertain profits cannot be recovered. (Seaboard Air 
Line R. Co. vs. Harris (Ga.), 49 S. E. 703; Adams Express Co. 
vs. Egbert, 36 Pa. 360, 78 Am. D. 382; American Ry. Express 
Co. vs. Steinberg (Ky.), 270 S. W. 765; Steinberg vs. R. Co., 
170 N. Y. S. 893). Although the damages claimed may be the 
ordinary, natural, and even necessary result of the breach, yet, 
if they are in their nature uncertain, they must be rejected 
(Southern R. Co. vs. Coleman (Ala.), 44 Sou. 837). 


In Crichfield vs. Julia, 147 Fed. 65 (Certiorari denied 206 
U. S. 593), the court said that the term “speculative damages” 
is usually applied in cases of breach of contract where money 
is sought for loss uncertain or remote profits not within the 
understanding of the parties, or where there is uncertainy as to 
whether the party has been in fact, damaged or whether the 
damages resulted from the act of the other party, or where 
they are uncertain in measure or extent; that the rule against 
a recovery of uncertain damages has been generally directed 
against uncertainty as to cause rather than uncertainty as to 
measure or extent; that is, if it is uncertain whether the de- 
fendants’ act caused any damage, or rather, the damage proved 
flowed from the defendants’ act, there may be no recovery of 
such uncertain damages; whereas uncertainty which affects 
merely the measure or extent of the injury suffered does not 
bar a recovery. 

To render effective a notice of special circumstances it is 
essential that it be given at or before the time of the making 
of the contract of shipment. A notice of circumstances render- 
ing prompt transportation necessary, given after the carrier 
has accepted the goods for transportation, does not affect an 
original contract, and is not sufficient to fasten upon the carrier 
liability for special damages growing out of such circum- 
stances on account of delay occurring during transportation. 

However, where the breach consists in the failure to 
make delivery after the shipment reaches its destination, and 
when nothing remains to be done by the carrier except to make 
delivery, a carrier is responsible for such special damages as 
it was then informed would likely result from its negligence 
in that regard. Under these circumstances the reason for the 
rule ceases. Chicago, etc., R. Co. vs. King, 148 S. W. 1065; 
Texarkana, etc., Co. vs. Neches Iron Works, 122 S. W. 64. 


Demurrage—Grain Held for Inspection or Grading 


iWlinois.—Question: Referring to the article appearing on 
page 891 of the May 2 issue of The Traffic World under the 
above caption, in which you answered a question originating 
in Texas citing decision in Crown Mills vs. S. P. & S. Ry., 
209 I. C. C. 385. 

Demurrage Rule 2, Section B, paragraph 3, provides 24 
hours free time when cars are held in transit and placed for 
inspection or grading, including reconsignment or other dis- 
position orders. 

The question asked by Texas involves a car placed at an 
elevator and there unloaded, all of the detention charged for 
occurring after the placement. 

The carrier’s reconsigning tariffs which authorize the plac- 
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ing of cars of grain in transit for inspection and disposition 
specifically state that the rules will not apply on traffic moved 
entirely within the switching limits on which no road-haul 
service is involved and, furthermore, state that cars billed 
direct to public team tracks or to elevators, mills, or other in- 
dustries within the switching limits of the billed destination 
and there inspected and delivery taken, will not be subject to 
the charge provided in the inspection and disposition rules 
which are carried in the reconsignment tariff. 

The car involved in this case was not held on a hold track 
for inspection and no disposition order was given after inspec- 
tion; on the other hand, as indicated in the query, the deten- 
tion occurred on the unloading track at the elevator. 

The Crown Mills vs. S. P. S. Ry. decision of the Commission 
cited by you covered cars received at Portland, Oregon, which 
under the state law the carriers were required to place on 
inspection tracks and give the state an opportunity to inspect 
and the consignee then gave disposition orders, the cars not 
being consigned to the elevator until these disposition orders 
had been received. 

It is clear from the above that the handling of the cars 
involved in the above referred to decision presents an entirely 
different situation. 

To further bring out this fact it might also be mentioned 
that computation of time and detention on a car held on a 
hold track for inspection and disposition is based on a notice, 
while no notice is required on a car placed on an other-than- 
public delivery track for unloading, the computation being based 
on the placement of the car. 

Answer: While it is true that the decision in Crown Mills 
vs. Spokane, P. & S. Ry. Co., 209 I. C. C. 385, covers facts 
which are different from those in the instant case, we do not 
believe that this necessarily determines the question. 

However, upon further consideration of the matter, we are 
of opinion that the provisions of Section B-3 of Rule 2 of 
the demurrage tariff are not designed to cover shipments such 
as that in the instant case, and our answer referred to by you 
should be amended accordingly. 


Misquotation of Rate 


Texas.—Question: We had a carload shipment to move to 
a point in Colorado. Not being certain about the rate we called 
the rate clerk in the general office of the carrier on whose line 
the shipment was to originate, a rate was quoted us and the 
shipment was made and freight prepaid at rate given us. 
When the shipment arrived at destination the agent of the 
delivering carrier wired us refusing to deliver the shipment 
until additional charges were paid. 

It developed that the rate clerk of the originating carrier 
quoted us a rate not in effect until about ten days after the 
shipment moved. Do we have any recourse whereby we can 
recover the additional charges collected at destination? 

Answer: The Interstate Commerce Commission has held in 
a number of cases that a shipper is charged with notice of the 
lawful tariff rate and that. a misquotation of a rate is not 
ground on which to base a complaint for reparation. See 
Arizona Corporation Commission vs. Arizona E. R. R., 102 I. C. 
C. 578; Obear-Nester Glass Co. vs. Mo. Pac., 41 I. C. C. 446; 
Utah Wholesale Grocery Co. vs. N. & W. Ry. Co., 39 I. C. C. 
345; also Henderson Elevator case, 226 U. S. 441, 33 S. Ct. 176, 
and T. & P. vs. Mugg, 202 U. S. 242, 26 S. Ct. 628. While, 
under Section 6 of the act, a carrier who shall misquote the 
applicable rate upon written request made upon the agent of 
the carrier is liable to a penalty of $250, this penalty accrues 
to the United States and not to the shipper. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the 
Brotherhood of Railway and Steamship Clerks, Freight Han- 
dlers, Express and Station Employes has been designated to 
represent the clerical and office employes, including telephone 
operators; and station, yard and store-house employes other 
than clerks, including foremen who do not exercise supervision 
through sub-foremen, of the Reading Compar ~». 

The National Mediation Board has certified that the 
Brotherhood of Railroad Trainmen has been designated to 
represent the yard conductors (foremen) of the Florida East 
Coast, settling a dispute between that brotherhood and the 
Order of Railway Conductors. 

The Brotherhood of Locomotive Firemen and Enginemen 
has been designated to represent the engineers of the Florida 
East Coast, said the National Mediation Board in settling a 
dispute between that brotherhood and the Brotherhood of Loco- 
motive Engineers. At an election the firemen and enginemen 


received 58 and the locomotive engineers, 52 votes. 

The International Brotherhood of Firemen and Oilers, 
Railway Employes’ Department, A. F. of L., has been designated 
to represent power house employes and railway shop laborers 
of the Western Pacific. 
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June 13, 1936 





Doings of the Traffic Clubs 





The Traffic Club of Detroit will hold a golf outing and 
dinner at the Oakland Hills Country Club, Birmingham, Mich., 
June 25. There will be no charge to members. Ed Howe, 
general agent, Wheeling and Lake Erie, is chairman of the 
club’s golf committee. 





The Traffic Club of Wichita will suspend activities for the 
summer with a luncheon meeting June 17 at the Broadview 
Hotel. The meeting will be held jointly with the Wichita Board 
of Trade and Wichita Chamber of Commerce in honor of visit- 
ing guests to the meeting of the Trans-Missouri-Kansas Ship- 
pers’ Advisory Board, which will be held in Wichita on that 
day. 





Members of the Traffic Club of Minneapolis were guests 
of the Hennepin County Bar Association at a luncheon at the 
West Hotel June 11 at which Justin Miller, special assistant 
to the state attorney general and chairman of the attorney 
general’s committee on crime, spoke on “The Attorney Gen- 
eral’s Program for Crime Control.” The club held its annual 
picnic at Antler’s Park June 13. 

The outdoor activities committee of the Milwaukee Traffic 
Club, has arranged the following summer affairs: July 17, 
golf outing, Tripoli Country Club; August 18, golf outing, North 
Hills Country Club; August 22, picnic, Wolfrum’s resort, Little 
Cedar Lake, Wis. The committee is conducting a referendum 
to ascertain whether or not the members of the club wish to 
add to this program either a boat ride or a country club dinner 
dance. 

The Traffic Club of Topeka will hold an outing at White 
Lakes Golf Club June 18. There will be golf and other games. 
Lunch will be served. 





The Cincinnati Traffic Club will hold its annual picnic at 
the Pines Country Club June 20. There will be a baseball 
game between representatives of shippers and carriers and 
other sports and games. A chicken dinner will be served. 
A. E. Bourne is chairman of the committee in charge and J. E. 
Fixari, vice-chairman. 

The Pacific Transportation Association held a motor trans- 
port night at the Transportation Club rooms, Palace Hotel, 
San Francisco, June 9. Motion pictures of motor truck opera- 
tions were shown. There was a program of entertainment. 





The Traffic Club of the Lehigh Valley will hold a golf 
outing at the Lehigh Country Club, Allentown, Pa., June 15. 
Lunch will be served at noon, and dinner in the evening. There 
will be distribution of prizes and a program of entertainment: 
F. H. Hicks, assistant general freight agent, Central of New 
Jersey-Reading, president of the club, will preside. C. F. 
Keller, traffic manager, Lehigh and New England, Bethlehem, 
is chairman of the club’s golf committee. 

The annual outing of the York, Pa., Traffic Club will be 
held at Conewago Inn June 25. 





The Transportation Club of Springfield, Ill., will hold an 
outing at the Oakcrest Country Club July 9. There will be 
baseball, golf, horseshoe pitching and other games and sports. 
Visiting ladies will go on a sightseeing tour to Lincoln’s home 
and tomb. Dinner will be served, after which there will be 
dancing. 

June 10 was vacation night at a meeting of the Women’s 
Traffic and Transportation Club of Baltimore. Motion pictures 
of interesting vacation spots in Europe were shown by Ethel 
Einstein, Metropolitan Tourist Company. Matilda Brundick, 
Baltimore and Ohio, showed colored slides of views in the 
national parks. 





The Traffic and Foreign Trade Club of Galveston joined 
with the local Kiwanis, Lions and Rotary clubs at a luncheon 
meeting at the Buccaneer Hotel June 9, at which Daniel C. 
Roper, Secretary of Commerce, was the speaker. 





The final financial report of the committee of the New 
Orleans Traffic Club in charge of arrangements for the recent 
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meeting of the Associated Traffic Clubs of America at New 
Orleans showed receipts of $2,482.21, which were $39.54 in 
excess of the expenditures. J. E. Fitzwilson, vice-president, 
New Orleans and Northeastern, was chairman of the committee. 





J. C. McCorkhill, assistant general manager, John H. 
Swisher and Sons, Inc., cigar manufacturers, spoke and showed 
motion pictures of the making of cigars at a luncheon meeting 
of the Traffic Club of Jacksonville, Fla., at the Mayflower Hotel 
June 8. The club will hold a golf tournament at Ponte Verde, 
Fla., June 27, at which the club championship will be decided. 
Dinner will be served in the evening. G. Z. Phillips, Seaboard 
Air Line, is chairman of the golf committee. 





The Traffic Club of Houston observed sea scout day at a 
luncheon meeting at the Rice Hotel June 9. A number of mem- 
bers of the sea scouts were guests. Paul Siple was the speaker. 





Col. J. Monroe Johnson, Assistant Secretary of Commerce, 
will be the speaker at a luncheon forum of the Traffic Club of 
New York June 18 at the Hotel Biltmore. He will speak on 
“The American Merchant Marine.” The club will hold its 
annual outing on Travers Island July 21. Details will be an- 
nounced later. 





John L. Rogers, director of the Commission’s bureau of 
motor carriers, will speak on ‘“‘The Administration of the Motor 
Carrier Act” at a luncheon meeting of the Traffic Club of Chi- 
cago at the Palmer House June 16. The club will hold a golf 
outing at the Calumet Country Club, Homewood, IIl., June 18. 
Dinner will be served. The club held an “old timer’s stag 
night” in the club rooms June 11. George A. Blair, general 
traffic manager, Wilson and Company, was toastmaster. 





The Evansville, Ind., Transportation Club will hold its 
annual outing at Bauer’s Grove, near Darmstadt, Ind., June 17. 
There will be baseball, golf, horseshoe pitching and other sports 
and games. A chicken dinner will be served. Kenneth Kent, 
Wolflin West Side Lumber Company, is general chairman of 
the committees in charge. 

The Women’s Traffic Club of Greater New York will hold 
its fifth anniversary dinner at the Hotel Commodore June 26. 
George A. Kelly, vice-president of the Pullman Company, will 
make the principal address on the subject “Pullman and the 
Railroads.’”’ Members of the Traffic Club of New York have 
been invited to be present at the dinner. Music and dancing 
will follow the dinner and address. 





The following officers were elected by the Traffic Club of 
Pittsburgh at a meeting held at the Highland Country 
Club June 8: President, T. R. Fitzpatrick, freight traffic man- 
ager, Pittsburgh and Lake Erie; first vice-president, W. E. 
Whitemore, commercial agent, Seaboard Air Line; second vice- 
president, E. H. Wasmuth, traffic manager, The H. H. Robertson 
Company; third vice-president, R. E. Jones, traffic manager, 
H. J. Heinz Company; secretary, F. J. Ryan, district represen- 
tative, Detroit, Toledo and Ironton; treasurer, S. B. Duff, 
United States Steel Corporation; members of the board of 
governors, W. P. Buffington, traffic manager, Pittsburgh Coal 
Company; H. F. Starke, general agent, Southern Pacific; C. C. 
Gray, general freight agent, Western Maryland; R. H. Miller, 
general freight agent, Pennsylvania Railroad; P. H. Yorke; 
general agent, Great Northern. 


The Traffic Club of Chicago observed “old timers’ night” 
at a stag dinner and “get together” meeting in its rooms in 
the Palmer House the evening of June 11. There were nearly 
three hundred present, among them eighteen original members 
of the club, which was founded in 1907. There were also 
numerous wearers of purple badges indicating that they had 
been members for twenty years or more. George Blair was 
toastmaster and humor was furnished by Ed. Nettels and 
Harry McAvoy. Some of the old timers made reminiscent 
speeches, as did some of the past presidents of the club, both 
old timers and others. There was singing of old songs and 
some screen pictures of old members who had died. 





The Oklahoma City Transportation Club will hold a stag 
outing and golf tournament at the Twin Hills Golf and Country 
Club June 18. Dinner will be served after which prizes will 
be distributed and there will be a program of entertainment. 





Five new members will be initiated with appropriate cere- 
monies at the last meeting before the summer vacation of the 
Rail and Water Club of Los Angeles at the Pacific Electric 
Building, June 22. Bill Beckett is chairman of the initiation 
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the way to market 
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The Traffic World 


and Peoria, Illinois 





The map tells the story better than words. 
eoria is on the way across country in every 


direction. Freight on its way to market comes 
through Peoria because there the necessary 
nec between roads is made in the 
shortest possible time, by means of the Peoria 
and Pekin Union Railway, right in the center 
of population. 


There is no time lost in interchange because 
the P. & P. U. was planned and is operated to 
get freight on its way in a hurry. Minutes 
saved at Peoria mean earlier connections at 
distant points. 


Route via Peoria Gateway 


For information write 


E. F. Stock, Traffic Manager, 
Union Station, Peoria, Illinois 


PEORIA 4x» PEKIN UNION 
RAILWAY COMPANY 


Switching Service Between: 


Peoria & Pekin Union Ry. Co. 
Alten R. R. 
Atchison, Topeka & Santa Fe Ry. 
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tilinois Terminal R. R. System 
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committee. Refreshments will be served and there will be 
entertainment. 





Dr. Ray H. Fisher will speak on “Early Transportation in 
the West” at a meeting of the Oakland, Cal., Traffic Club, at 
the Athens Athletic Club June 16. Dr. Fisher’s father, William 
Fisher, was a pony express rider and the talk will include re- 
telling by Dr. Fisher of some of his father’s reminiscences. 
There will be a program of entertainment in which the South- 
ern Pacific German band will take part. 





Personal Notes 





C. E. Fulton has been appointed general agent for the 
Northern Pacific at Bellingham, Wash., to succeed A. N. Buss- 
ing, who retired because of ill health. 

Lester L. Sargent has been appointed traveling passenger 
agent for the Louisville and Nashville and the Nashville, Chat- 
tanooga and St. Louis at Miami, Florida, to succeed M. J. 
Pratt, who resigned. J. W. Chaney has been appointed city 
passenger agent at Miami, to succeed Mr. Sargent. 

C. C. Dearhart has been appointed assistant to the vice- 
president in charge of traffic of the Chesapeake and Ohio at 
Richmond, Va. He has been with the railroad since 1906. In 
1935 he was president of the Richmond Traffic Club. 

J. P. Williams has been appointed assistant traffic manager 
of the National Folding Box Company, New Haven, Conn. 

William B. Irwin has been appointed assistant to the vice- 
president in charge of operations for the Great Northern at St. 
Paul, Minn. He succeeds D. J. Kerr who resigned to become 


| assistant to the president of the Lehigh Valley at New York. 
| Earl E. Thompson has been appointed general safety super- 
_ visor for the Great Northern. 


Charles J. Grace, recently retired as traveling freight and 
passenger agent for the Illinois Central, died in Boston June 7. 
George E. Schnitzer has been elected vice-president in 


| charge of freight and passenger traffic of the Louisiana and 


Arkansas at Shreveport, La. B.S. Atkinson, senior vice-presi- 


| dent, has been assigned to executive duties. 


-- 








J. M. Bolen has been appointed commercial agent for the 
Atlantic Coast Line at Fayetteville, N. C., and Thomas Fuller 
has been appointed traveling freight agent at Fayetteville. 

E. A. Whitman has been appointed acting general manager 
of the Minneapolis, St. Paul and Sault Ste. Marie and elected 
vice-president of the Duluth, South Shore and Atlantic, at Min- 
neapolis, Minn. In both positions he succeeds A. E. Wallace, 
who died. 

Clayton F. Devine has been appointed traffic director of the 


| Silica Sand Traffic Association, Chicago. 


W. E. Callender has been appointed assistant general traffic 
manager for the Chicago and Eastern Illinois at Chicago. 

D. Stewart Iglehart, president, Grace Line, New York, 
was decorated with the Grand Cross of the Order of the Sun, 
the highest honor of the Peruvian government, before leaving 
New York for Lima June 14. The decoration was conferred 
on Mr. Inglehart for his efforts to increase commerce between 
the United States and Peru. 


Friends and business associates of Michael F. Dunne, traffic 
manager, Cosmopolitan Shipping Company, agents for the 
America France Line, will honor him June 25 with a testi- 
monial dinner at the Hotel Astor. Mr. Dunne is completing 
fifty years’ service in the steamship business this year, thirty- 
three of it with the French Line and seventeen with the Cos- 
mopolitan company. Elliot T. Barrows of Lambert and Bar- 
rows, Inc., former president of the New York Produce Ex- 
change, will act as toastmaster. 


PACIFIC NORTHWEST BOARD 


The Pacific Northwest Advisory Board will meet in the 
Chamber of Commerce auditorium, Yakima, Wash., June 19. 
There will be a joint luncheon at the Donnelly Hotel at noon 
in conjunction with the Lions’ Club of Yakima. J. H. Weber, 
president of the Lions’ Club, will preside. George C. Manning, 
assistant vice-president, traffic, Erie Railroad, president of the 
Traffic Club of New York, will speak. In addition to the usual 
commodity reports and reports from individual railroads, the 
following reports will be presented at the advisory board 
meeting: Executive committee, W. G. Perrow, district manager, 
Lehigh Portland Cement Company; railroad contact committee, 
E. L. King, superintendent, Southern Pacific; sub-perishable 
committee on car heater service, H. Giddings, vice-president 
and general manager, Pacific Fruit Express Company; trans- 
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A expressed the self-reliant spiritofone and by increasing their comfort by 
sof the foremost industries of the nation, air-conditioning, which means greater 
the American railroads. cleanliness, restful quiet, safe agreeable 


ee travel at its best. 
They’re driving ahead to new triumphs 


in service and efficiency —going after And at the same time there has steadily 
"business, and getting it,in away to make gone forward a vast program of improve- 
any railroad man justly proud. ment which only a man who works on 
) Of course the recent lean years have not ne SG Ce or eine, repr nage: 
b full—$172,000,000 invested in the past 
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i six years in laying heavier rails—a third 
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ASSOCIATION OF AMERICAN RAILROADS 


HEADQUARTERS: Transportation Building, Washington, D. C. 
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Published by 
HORDER’S e Chicago 


Complete Line of Traffic Forms— 
Continuously Checked and Revised 
Against Latest Practices, Rules 
and Regulations 


* 
Shipping Department Supplies 


Every modern business need is sup- 
plied at Horder’s 11 stationery stores. 
Companies outside of Chicago, let 
Horder’s quote prices on your supplies. 


HORDER’S, Inc. 


Office Equipment 


MAIN OFFICE—JEFFERSON & QUINCY STS., CHICAGO 
ALL TELEPHONES — FRAnklin 6760 
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portation committee, H. Schroeder, traffic manager, Washing- 
ton Cooperative Egg and Poultry Association; loss and damage 
prevention committee, A. M. Groseclose, traffic manager, Gwin, 
White and Prince, Inc. I. F. Dix, vice-president and general 
manager, Pacific Telephone and Telegraph Company, presi- 
dent of the board, will report on general business conditions, 
and W. D. Beck, manager, refrigerator department, car service 
division, A. A. R., on general transportation conditions. 

T. E. Marks, perishable engineer, will describe the plans 
of the perishable division of the Freight Container Bureau. 
R. M. Cooledge, traffic manager, Northwestern Fruit Exchange, 
will lead a discussion of “An All-Inclusive Service on Apples 
and Pears from Washington, Oregon and Idaho.” W. G. Per- 
row, executive secretary of the board, will speak on “The 
Objects and Accomplishments of the Shippers’ Advisory 
Boards.” On the day before the advisory board meeting, June 
18, there will be a meeting of the Agricultural Council of the 
Pacific Northwest in the Chamber of Commerce auditorium. 
Members of the board have been invited to attend. At a lunch- 
eon on that day Z. G. Hopkins, special representative, Western 
Railways Committee on Public Relations, will be the speaker. 


SOUTHWEST SHIPPERS’ BOARD 


“Recovery from the present great depression has thus far 
been the slowest ever made from any great depression in the 
history of the United States,”’ said Samuel O. Dunn, editor, the 
Railway Age, at a luncheon at the Texas Hotel, Fort Worth, 
June 9, arranged jointly by the Fort Worth Traffic Club, the 
Fort Worth Lions Club, the Fort Worth Chamber of Commerce 
and the Fort Worth Traffic Bureau for members of the South- 
west Shippers’ Advisory Board, which held its meeting in Fort 
Worth on that day. 

Mr. Dunn pointed out that six years after the panic of 
1873 freight loadings were 47 per cent greater than in any 
previous year; six years after the panic of 1893 they were 
30 per cent more than in any previous year, but that six years 
after the panic of 1929 freight loadings were still 40 per cent 
lower than they were in 1929. He quoted from Poor’s Manual 
for 1879 to show that the recovery at that time was due largely 
to “an unusual freedom from adverse legislation tending to 
regulate the operations of our railroads” and pointed out that 
that was in “striking contrast” to what has gone on in the most 
recent six years. He said the thing most needed by railroads 
to recover was more traffic “unaccompanied by further unneces- 
sary and artificial increases in operating expenses.” He said 
the railroads had made some progress but that a recovery 
in other industries would have to come about before pros- 
perity came back to them. 

“What we require fully to restore prosperity is a restora- 
tion of what was formerly the American system,” he said. — 
“This system included free competition within naturally non- 
monopolistic industries and government regulation of naturally 
monopolistic industries. . In transportation we have con- 
tinuance of railway regulation on the assumption of monopoly; 
government subsidized competition of other carriers which has 
destroyed every semblance of railroad monopoly; and, in addi- 
tion, government regulation of the competition of the railways 
with their government aided competitors.” 


NEW JERSEY TRAFFIC LEAGUE 


The New Jersey Industrial Traffic League will hold its 
next meeting June 25. Under a program outlined at a recent 
meeting, the feature of this and future meetings will be a 
round table discussion of traffic problems of general interest. 
A special committee of five members will be appointed to take 
part in this discussion at each meeting. At the May meeting 
the league’s rate committee reported on developments in 
freight pick-up and delivery, ex parte 115, and the Canadian 
class rate revision. The league is taking an active part in 
all these matters. W. W. Weller, first vice-president, presided 
in the absence of Sol Rettino, president. 


TRANS-MISSOURI-KANSAS BC4RD 
The Trans-Missouri-Kansas Shippers’ Board will hold a 
meeting at the Broadview Hotel, Wichita, Kan., June 17. Co- 


| ordinator Eastman will speak at a joint luncheon in which the 


Wichita Board of Trade, the Wichita Chamber of Commerce, 
the Wichita Traffic Club and the shippers’ board will par- 
ticipate. The luncheon will also be held at the Broadview 
Hotel. 

Clyde M. Reed, general chairman, will preside at both the 
meeting and the luncheon. L. M. Betts, manager, car service 
division, A. A. R., will report on general transportation con- 
ditions. P. W. Coyle will present the report of the executive 
committee. T. B. Armstrong, chief inspector, Kansas State 
Grain Inspection Department, will report on grain inspections. 
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THE ELEMENTS OF PRECISION TRANSPORTATION—EMPLOYEES 


A vast army of employees ... men and women .. . technicians and laborers . . . chemists, engineers, electric- 
ians, machinists, mechanics, carpenters, boilermakers, smiths, trainmen, draftsmen, designers, realtors, doctors, 
lawyers, salesmen, accountants, clerks and stenographers, public relations and advertising men. . . employees 
engaged in practically every vocation and profession in ike . . « all of them highly trained experts in their 
own special fields @ This is the army of employees that accepts the responsibility to make Precision Trans- 
portation the most modern, efficient and dependable merchandise freight service available between the Mid- 
west and the Virginias and Carolinas and between the North and the South @ It is these employees — Norfolk 


and Western employees who are faithful to an ideal—that constitute one of the important elements of 
Precision Transportation® 


NORFOLK AND WESTERN RAILWAY @ PRECISION TRANSPORTATION 
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SIGNODE STEEL STRAPPED and SEALED— 


to ( 
protect buyer 
and product 


@ Shippers like DuPont, Chevrolet, RCA, 
Hart, Schaffner & Marx, who reinforce and 
protect their shipments with Signode Ten- 
sional Steel Strapping keep tight control 
of their product from plant to the customer 
..« they know it will arrive just as they 
packed and shipped it. 

The Signode steel-strapped shipment is not 
only the safest one ... but is cheaper than 
the non-reinforced shipment. Send for a 
Signode Packing Engineer to check over 
your shipping problems and explain how 
users of the Signode System make a profit These illustrations show how 
in their shipping department. There is no namesandtrademarksarelith- 
obligation. ographed on Signode Seals. 


5 j 6 ii 0 D E STEEL STRAPPING CO. 
2613 North Western Avenue 
CHICAGO, ILLINOIS 


364 Furman St., Brooklyn,N.Y. 451 Bryant St., San Francisco, Calif. 


BETTER PACKING HEADQUARTERS 
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NEW YORK, 
BOSTON, 
NEW ORLEANS, 
Los ANGELES HARBOR, 
SAN FRANCISCO, ano ST. JOHN, N. B. 
AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL end SOUTH AMERICA 
and MEXICO (trenshipment et CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 










































































New York........ Pler 3, North River New Orleans..... 321 St. Charlies St. 
Chieago...... itt W. Washington St. St. John, N. B....H. E. Kane & Co. 
San Franciseo....100! Fourth Street London, a | .Caribbean 8.8. Agency. 
Lb ss nchéndsseeanel Long Wharf Ltd., Adelaide House, King William St. 





Also regular weekly passenger service (and “Guest Cruises’’) 
to the Westiindies and Caribbean. 
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Other reports will be made by F. B. Blair, on claim preven- 


| tion activities; W. N. Deramus, vice-president, Kansas City 
| Southern, as chairman of the railroad contact committee, and 
| E. W. Coughlin as district manager of the car service divi- 





sion. There will also be reports from the chairmen of the 
commodity committees, from representatives of individual rail- 


| roads and from the chairmen of six terminal grain committees. 


H. Umberger, dean of extension service, Kansas State College 
of Agriculture and Applied Science, will speak on “Some Prac- 
tical Aspects of the Soil Conservation Program,” and A. M. 
Corp, traffic commissioner, Wichita Chamber of Commerce, on 
“Classification.” 





ALLEGHENY ADVISORY BOARD 


The Allegheny Regional Advisory Board will meet June 17 
at the Hotel Schenley, Pittsburgh, Pa. Charles Donley, traffic 
counselor, Pittsburgh, will preside. L. G. Hults, traffic man- 
ager, United Engineering and Foundry Company, will report as 
chairman of the executive committee, and A. R. Kennedy, 
traffic manager, Pittsburgh Steel Company, Pittsburgh, will 
report as chairman of the special committee on expanded 
activities. Mr. Kennedy will also lead an oven forum discus- 
sion on “The Physical Condition of Freight Equipment.” There 
will be another open forum discussion on “Freight Claim Pre- 


_ vention: How Shippers May Assist Carriers in Reducing Loss 


and Damage,” led by William John, freight claim agent, 
Pittsburgh and Lake Erie, Pittsburgh, and John C. Well traffic 
manager, Pennsylvania Rubber Company, Jeannette, Pa. In 
the afternoon John B. Keeler, assistant general traffic manager, 


| Kopners Company, Pittsburgh, will give a review of pending 
legislation affecting transportation. J. L. O’Toole will report 
| as chairman of the railroad contact committee. W. J. McGarry. 


manager, oren car section, car service division, A. A. R., will 
report on, general transportation conditions. J. M. Hood, presi- 
dent, American Short Line Railroad Association, Washington. 


_D.C., will speak on “The Relationship Between Short Lines and 





Trunk Lines.” There will be the usual revorts from chairmen 
of commodity committees and from representatives of indi- 
v dual railroads. M. J. Gormley, executive assistant, Associa- 


| tion of American Railroads, will speak at the luncheon. which 

| w'll also be held at the Hotel Schenley. Benjamin S. Thomas, 

| veneral traffic manager, Standard Sanitary Manufacturing Com- 

| pany, Pittsburgh, is chairman of the committee on arrange- 
ments for the meeting. 





PACKING OF FURNITURE 


The Freight Container Bureau of the Association of 
American Railroads has issued a pamphlet on the proper pack- 


| ing of small articles of furniture in corrugated and solid fibre- 


board boxes. According to an announcement by the bureau, 
the pamphlet was prepared in an effort to reduce damage to 
that type of furniture in fibreboard packing, “a serious and 
continuous source of trouble to the shippers, the consignees 


| and the railroads alike.” The pamphlet contains numerous 


photographs showing special types of fibreboard cutouts and 
structures designed to safeguard oddly shaped and delicate 


| articles of furniture. It will be distributed among furniture 





manufacturers and dealers, fibreboard container manufac- 

turers, and railroad claim prevention officals and inspectors. 
SHORT LINE CONVENTION 

J. M. Hood, president, has issued the call for the twenty- 

second annual meeting of the American Short Line Railroad 

Association, to be held in Denver, Colo., at the Brown Palace 

Hotel, August 24 and 25. The board of directors will meet 


August 23 for the transaction of such business as may come 
before it and on the follow'ng day for the election of officers. 


DOCKET OF THE COMMISSION 


June 15—Washington, D. C.—Argument: 
Fourth Section Applications 571 and 577—Commodity rate to Mexico 
|. & S. 4188—Routing on ores via Southwest Missouri R. R. 


June 15—New York, N. Y.—Hotel Pennsylvania—Examiner Esch: 
27352—-Salant & Salant, Inc., vs. L. & N. et al. 
27359—-S. Liebovitz & Sons, Inc., vs. Reading et al. 
27360—H. D. Bob Co., Inc., vs. Pennsylvania et al. 


June 15—Washington, D. C.—Examiner Wilkinson: 
Finance 10714—Alabama, Tennessee & Northern reorganization 
June 15—Chicago, Ill.—Hotel Sherman—-Examiner Smith: 
26109—Biggio, Inc., et al. vs. A. C. L. et al. 


June 15—Minneapolis, Minn.—Hotel Nicolet-—Examiner Rice: 
26529 and Sub. Nos. 1 and 2—Acme Tag Co. et al. vs. A. C. & Y. 
et al. 


June 15—Minneapolis, Minn.—Hotel Nicoolet—Asst. Dir. Boles: 
Finance 10947—Application of Associated Railways Co. to acquire 
the M. & St. L., to operate portions thereof, to abandon certain 
other portions thereof, etc. 
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Where Will You Be 


TEXAS CENTENNIAL 
1836 -1936 
100 YEARS OF PROGRESS 


PORT HOUSTON 


1915 -1936 
21 YEARS OF PROGRESS 


Rising in this short span 
from a small inland town 
FIRST TEXAS PORT 
FIRST COTTON PORT 
THIRD EXPORT PORT 
IN THE UNITED STATES 


Such leadership and prestige were 
not gained by mere accident but 
evidence superior service backed 
by modern, unexcelled facilities. 


J. Russell Wait 


Director of the Port 


from now? 


Still in your present work? At the same old salary? You hope 
not. By 1939 or 1944 you hope to be far ahead. But there’s a 
surer way than “hoping’’—the way of expert training in Traffic 
Management, which helps you get the greater ability bigger 
jobs and better salaries always require. Make surer of what 
you want by the spare-time training that has enabled hundreds 
to reach bigger pay in Transportation. Our 64-page FREE 
book gives you the entire story. No obligation. Write for it— 
as your first step toward a future full of larger opportunities! 


Address Dept. 696-T 
LaSalle Extension University, Chicago, Ill. 





5 or 10 years 
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CHICAGO 


Go One Way — Return the Other 


AIR-CONDITIONED TRAINS 


De luxe 
GOLDEN STATE LIMITED 
via the colorful low-altitude way 


ROCKY MOUNTAIN LIMITED 
the scenic Colorado way 


FAST THROUGH FREIGHT SERVICE 


Many trains carrying carload and less than carload ship- 
ments to and from the West, Northwest and Southwest. 
Prompt handling that merits your patronage. Why not 
route your freight via Rock Island? 
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FFORNIA 


ROCK ISLAND 


TRAVEL AND SHIP BY RAIL =e 


PecdammmanccsscosnsssacascesenesesaeneneN nee e ees N serene eee ene ee 


MOOREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 
From postons BALTIMORE, TAMPA to vo Oy ca 


BEDFORD end BOSTON 

'W BEDFORD BOSTON and PHIL ADELPHIA 

From TAMPA to PHILADELPHIA end BOSTON 

Between NEW ORLEANS, HOUSTON end CORPUS CHRISTI 
MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Brosdway PHILADELPHIA, Bourse Bids. 
BALTIMOR One, NEW ORLEANS Whitney 8 Bank Bids. 
5 State Street TAMPA, 512 E. Lafayette 


ie cs s. PIISSUKGH, Clive 6 


56 Book Bide. 
OUIS, Ral ROCHESTER, 1408 Temple sel bt 
MEMPHIS Comer fee mg e side. HOUSTON, Stete N Bids. 

CORPUS CHRISTI, Nixon MOBILE, ndosdhonta Bost 


Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 
SAILINGSs 
From Philadelphia . . . » Wednesdays and Saturdays 
From Norfolk to Houston ..............+ Thursdays 
From Houston to Philadelphia . Mondays and Thursdays 
From Houston to Norfolk ... . . » Mond ys 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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TRAFFIC MANAGERS 
T. J. McLAUGHLIN 


TRAFFIC COUNSELOR 





Traffic 


imterstate Commerce and State Commission Case~ and 
ond Distiuting! “Anetoess Commerce 


1010 Earle Bidg. 
WASHINGTON, D. C. 


Statistical HENRY J. SAUNDERS 


Censulting Engineer, Statistical and 


Specialists 





and Accounting Analyst. 
Studies of Operating Costs and Traffic. 
Cost Accounting and Statistical Matters. 
Valuation of Railreads 
Analyses and Other Transportation Agencies. 


644 Tramspertation Bidg. Washington. D. C. 


SCSHCSOSSSSSSSSSSSSSSSSSSSSSSSSSESSSHELSESSSSSSHSSSSSSSSSSSSSSESeeEeSeeeeeeESeeESeeeseS 
s 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer te Keene & Ames 


Fermerly Atterney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Terminal Bidg. 
Tulsa, Okla., 1503 E. 27th St. 









Practicing 


before the 
INTERSTATE 
COMMERCE 
COMMISSION 








The Century-old Port of Galveston 
offers shippers that 


QUICK DISPATCH 


for which it is noted, plus efficient handling 
by a highly trained personnel. 








Transportation ON THE Sixty-eight stcamer 
costs on a parity OPEN lines serving the 
with other Gulf world's principal 

ports. SEA ports. 





GALVESTON WHARF COMPANY 


Established 1854 
Geo. Sealy, President F. W. Parker, V. P. & G. M. 


Kansas City Office—434 Board of Trade Bldg. 


PERMANENT POSITIONS 


For Three Men Age 28 to 45 Years 


We have an unusual opportunity for three men to qualify 
as Field Managers. Men we seek must have a grounding 
in Traffic Management, be active, with initiative, mature 
judgment and salesmanship ability with or without actual 
sales experience. 

Please write fully of your experience. If your letter 
leads us to believe that a personal conference will be 
mutually beneficial, an appointment will be arranged. 
Your letter will be considered strictly confidential and 
no references will be contacted until after you have been 
interviewed and signified your interest in one of these 
positions. 

Address vour letter, Box No. FW-1, Traffic Service Corp., 
418 S. Market St., Chicago, IIl. 
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June 15—Roanoke, Va.—Hotel Patrick Henry—Examiner Shanafelt: 
23817—-Southwestern Virginia, Inc., et al. vs. N. & W. 
23842—-State Corporation Commission of Va. et al. vs. N. & W. 


June 15—Galveston, Tex.—Hotel Galvez—Examiner Taylor: 
25600 and Sub. No. 1—Amato & Sons, Inc., et al. vs. A. T. & S. F. 
et al. 
1. & S. 4141—Bananas from Gulf ports and El Paso to Colorado. 


June 15—Washington, D. C.—Examiner Molster: 
* Finance 11229—Application of Alabama & Western Florida to pur- 
chase the Sale-Davis Co., of Florida, Inc. 
* Finance 11230—Application of Alabama & Western Florida to issue 
certain securities. 
June 16—Washington, D. C.—Argument: 
27169—Stearns Coal & Lumber Co., Inc., vs. A. & R. et al. 
27009—California Cotton Oil Corp. vs. A. T. & S. F. et al. 
27084—-Globe Grain & Milling Co. vs. A. T. & S. F. et al. 


June 16—Washington, D. C.—Examiner Pattison: 
Valuation No. 1202—Petition of the Valvoline Oil Co. in the matter 
of the valuation of its pipe lines. 


June 16—Chicago, Ill.—Hotel Sherman—Examiner Smith: 
27345—Newnam Foundry Co. vs. C. C. C. & St. L. et al. 


June 16—St. Louis, Mo.—Hotel Coronado—Examiner Konigsberg: 
27362—Cicardi Brothers Fruit & Produce Co. et al. vs. A. C. L. 
June 16—Washington, D. C.—Examiner Archer: 
1. & S. 4191 and list and 2nd supplemental orders—Pick-up and de- 
livery in official territory. 
27425—Ofticial territory pick-up and delivery service. 


June 17—Washington, D. C.—Examiner Worthington: 
27262—American Agricultural Chemical Co. et al. vs. A. & R. et al. 
June 17—Chicago, Ill.—Hotel Sherman—Examiner Smith: 
27348—Producers Core Sand Corporation vs. Michigan Central et al 
June 17—Washington, D. C.—Argument: 
* 1. & S. 4210—Motor-rail-motor traffic in east and mid-west. 
June 18—Washington, D. C.—Argument: 
26430—Arkansas Rice Traffic Bureau vs. A. & R. et al. 
26460—New Orleans Joint Traffic Bureau vs. A. & W. et al. 
26527—-Memphis Rice Mill vs. A. & R. et al. 
26538—-Beaumont Chamber of Commerce et al. vs. Same. 
26618—American Rice Milling Co. et al. vs. A. & S. et al. 
June 18—Chicago, Ill.—Hotel Sherman—Examiner Smith: 
27370—Gridley, Maxon & Co., Inc., et al. vs. A. C. L. et al. 


June 18—Portsmouth, O.—U. S. Court Rooms—Joint Board 37: 
BMC 50043—Application of White Top Bus Line, Fullerton, Ky., to 
operate as common carrier. 


June 18—Fort Worth, Tex.—Texas Hotel—Examiner Taylor: 
1. & S. 4207—Single in lieu of double deck cars on live stock. 
June 19—New York, N. Y.—Hotel Pennsylvania—Examiner Esch: 
27248—Hutton & Bourbonnais Co. vs. Southern et al. 
June 19—Kansas City, Mo.—Chamber of Commerce—Examiner Konigs- 
berg: 
27340—Simonds-Shields-Lonsdale Grain Co. vs. A. T. & S. F. et al. 


June 19—Chicago, Ill.—Hotel Sherman—Examiner Smith: 
27388—Hart-Carter Co. vs. B. & M. et al. 


June 20—Nashville, Tenn.—Tenn. Cominission—Joint Board 25: 
BMC 66817—Application Whitney Transfer Co., Bowling Green, Ky., 
to operate as common carrier. 
June 22—Washington, D. C.—Argument: 
27123—-Griggs, Cooper & Co. vs. C. M. St. P. & P. et al. 
27108—Borden Sales Co., Inc., et al. vs. Arcade & Attica et al. 
26892—-Adolph Coors Co. et al. vs. A. T. & S. F. et al. 


June 22—Sioux City, Ia.—Hotel Warrior—Examiner Konigsberg: 
1. & S. 4196—Coke breeze from Kansas and Oklahoma to Iowa and 
Nebraska. 


June 22—Chicago, Ill.—Sherman Hotel—Examiner Smith: 
27336—Kelley-Williamson Co. et al. vs. Atlon et al. 


June 22—Washington, D. C.—Comm. Splawn and Examiner Mullen: 
27402—Practices of the P. L. & W. et al. 
Finance 8928—Youngstown & Suburban Operation. 


June 22—Indianapolis, Ind.—U. S. Court Rooms—Examiner Steer: 
Electric Railway Dkt. 1—In the matter of petition to determine status 
of Indiana R. R. under Railroad Retirement Act. 
June 22—Memphis, Tenn.—Peabody Hotel—Joint Board 38: 
BMC 50035—Application of Shankman Bros. Produce Co., Memphis, 


et al. 


Tenn., to operate as common carrier. 
June 22—Washington, N. C.—U. S. Court Rooms—Examiner Shana- 
felt: 
24881, 25441, 25695, 26989, 27021 and 27023—Carolina Shippers As- 


sociation, Inc., et al. vs. Norfolk Southern et al. 


June 22—Washington, D. C.—Examiner Molster: 

Finance 11221—Application of the West Clarion and the Brockport & 
Shawmut for an order authorizing the merger and consolidation 
of said corporations. 

June 22—Washington, D. C.—Examiner Schutrumpf: 

Finance 11223—Application of Virginian Railway Co., Virginian & 

Western, and the Virginian Terminal for authority to merge their 


properties into the Virginian for ownership, management, ané 
operation. 
June 22—Washington, D. C.—Examiner Stillwell: 
BMC 49296—Application Bigley Bros., Inc., Hoboken, N. J., to op- 


erate as common carrier. 


June 23—Chicago, Ill.—Hotel Sherman—Examiner Smith: 
27218—Bisceglia Bros., Inc., vs. Alton & Southern et al. 
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PORT 
HOUSTON 





Having imported over 8,304 * 
tons thus far in 1936, con- 
tinues to grow as a ° 


COFFEE PORT 


Houston interests are well 


versed in the handling of 


Green Coffees and stand i 
ready to serve the South- : 


western Roasters as well as 


the Coffee Importers. 
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QUAKER LINE 
CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Albany, New York Means ee on 


San Diego, Los Avene, San Fane, Onlad, Stockton, Secrument, 
ws Portland, Seattle and 1 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 
Albeny—D a {3 Rese Chicago—327 S, LaSalle St. 


Norfolk—111 E. Plume Street 
Beltimore—Keyser Building 
Boston—33 Broad Street 
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Put Us to Work NOW 


Hedger barges are 
daily sights on the 
canal. Every one of 
them is providing shippers with first class 


transportation and a low delivered cost. 


The advantages that other shippers enjoy 


through Hedger Service are available to you. 


If you wish to make absolutely certain of 
these possible benefits, put us to work now 
in studying your shipping problems. Our 
experts can—and do—devise plans that 
combine for shippers ON TIME delivery 
and low transportation costs. Write today 


for our tariffs. 


W.E. HEDGER 


TRANSPORTATION CORP. 


(Bonded Carrier) 


120 Wall St. 
New York City 
Chamber of Commerce Bldg. 268 Market St. 
Buffalo, N. ¥ San Francisco, Calif. 





Bulk and Package 
Freight between 
New York and 

Syracuse, Rochester, 

Buffalo, Cleveland, 

Toledo, Detroit, Bay 

City, Chicago, Mil- 

waukee, Green Bay, 

Duluth and Interior 

Cities 
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MAYBE YOU CAN TAKE IT _ Gxt what's The use? 





Maybe freight service failures don’t 
knock you cold . . . maybe they just stun 
you. But why keep coming back for 
more? The blows may not be lethal... 
but they sure give you an awful head- 
ache! * * * Here’s how to protect your- 
self: Ship via Chesapeake and Ohio! 
Your shipments will be delivered on time 
and in good shape, all the time, for this 
railroad constantly guards 


against loss and damage , ; 
. e i n . ‘Ver Yo, | ha 
in transit... More than | — "D clerel* Phila, ; ¥ 
Toledo Pr, re4 
. bus 0 Bal; 7 oe : 
Jur ro n alt; ”  : 
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St Y at! ef of ¢ « = 
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a slogan, ‘‘Safety First, for freight as well 
as passengers,”’ is a policy which Chesa- 
peake and Ohio practices as well as 
preaches. * * * Feel better just think- 
ing about such service? Good. The 
thing to do now is get in touch with the 
nearest Chesapeake and Ohio freight 
representative. He'll keep you out of 
trouble with your customers! 
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Republicans, Democrats, 
the Fourth of July, expositions — 
these are lively days 


in spite of them all the show still goes on. 


There are probably Republicans and probably Democrats in 
the G. L. T. C. organization. And they probably cheer and 
boo and clap with the radio, like the rest of us. 


But, when it comes to freight we are all G. L. T. C. men, with 
an obligation to our shippers—to get their goods to destination, 
carefully and as quickly as possible. 

The Great Lakes Transit Corporation’s million tons of package 
freight capacity, with eighty-five thousand tons refrigerated 
space, are at your service—a service that many shippers enjoy 
and use greatly to their advantage in these competitive days. 
G. L. T. C. ships are staunch and dependable 
and, regardless of the winds of the campaign, 
they will make their appointed rounds on 
frequent and regular schedules. By the way, 
drop us a line for our sailing schedules cover- 
ing Lake Erie, Lake Superior and Lake 
Michigan ports. 


GREAT LAKES TRANSIT 
CORPORATION 


General Offices: 223 Erie Street, Buffalo, N. Y. 


| ee 


OULUTH HOUGHTON SAULT STE. MARIE MILWAUKEE CHICAGO DETROIT CLEVELAND ERIE BUFFALO 
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PACKAGING 
EXPERIENCE 


PACKAGE 
CHECK-UP 










SPONSORED BY ACME STEEL COMPANY 
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Treat Me as a Family Physician 4 
y rny 4 

to Your Shipping Pack q 
o Your Shipping Packages : 
& 7 

it 

’"M PROUD to say that thousands of Acme Steelstrap isn’t a miracle worker, Be 
shipping packages owe much of their But it does increase protection and it me 
“healthy” condition to the use of Acme usually permits using a lighter container. per 
Steelstrap. It also provides a better-looking package be 
Scientific application of Acme Steelstrap that is easily opened at destination, and 
to boxes, bales, bundles—almost every- dds to the salability of the product. “" 
thing that’s shipped—works wonders on Ag; me for data on savings being made ie 
onan shipping costs. on your line. Send me your package to tS 
For one shipper I showed a saving of study —or, let me send you Steelstrap Bi 


almost $2,000 annually. Others save 17¢ equipment to try out yourself. No obliga- 
to 54¢ on every unit shipped. tion in any way. Doc 


(Family Physician to Shipping Packages) 
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Here’s a Sizable a 
4 ° f Be, 
Saving with Acme J 
Steelstrap a 
For this “‘crate”’ of loom reeds I is 
Even Steel Fence Posts Come to | xis).smticr cost overs A 
pounds of weight and 12c in es 


cost from each package. What’s 


My Laboratory for “Treatment” 





more, we built up the strength rh 
Just in case you thought Acme Steelstrap was used only for and general good appearance. *) 
boxes and crates, here’s where we efficiently bundled fence posts At the right is a fibre carton of Sy 
with it. Neatly and economically, too. Steelstrap loops around metal parts, made secur@ with Lai 
the posts and holds the bundle so tight that the posts can’t one application of Steelstrap. If ri 
shift. All the receiver has to do is snip the strap. No matter you ship in cartons, Acme Steel- wt 


strap offers a saving in handling 
charges through bundling into é 
multiple-unit packs. | 


what or how you ship, I’d like to work with you to develop 
economies and “‘efficiencies.’’ No obligation. 











* a a = a 
Are You Taking Advantage of Acme Skid Shipping ? 

Wey : ’ More and more shippers are Acme-Skid-Shipping— "ig cae | 

ce 2 iz where the loads are secured to wood skids with ai 
Steelstrap. The truck or car is loaded faster and dia 

unloaded faster. The receiver can store in his ware- [ , ai 

house faster. Here is an answer to the high cost of ‘a 

material-handling that may offer a big economy ae 

in your business. .@ 

; Skid Loading, and Unit-Load bracing, for carload a} 
ey freight are being used by a constantly increasing 5 
> number of shippers. I would be glad to send you s 


BUFFALO 


detailed information on the application of Skid 
Shipping and Unit-Load to your shipping problems. 
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